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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 

Realization by railroads that they must do something 
by way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization 4 industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





GOVERNMENT OWNERSHIP OPPOSITION 


E have had many inquiries about an appeal for 

subscriptions sent out by a “committee opposed 
to government ownership of the railroads,” with head- 
quarters in St. Louis. The general impression seems to 
be that this organization is connected with the Asso- 
ciated Traffic Clubs of America, for the reason that 
many presidents of traffic clubs over the country have 
allowed their names to be used in connection with it. 
We have no purpose to insinuate that the organization 
is improper in any way, but it seems to be due to the 
enterprise of an individual connected with a paper in 
St. Louis and it has no relation to the Associated Traffic 
Clubs of America, the Transportation Association of 
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America, the National Industrial Traffic League, or the 
Railway Business Association, all of which are work- 
ing against government ownership. 


INTERSTATE COMMERCE 


66 HAT we need,” shouted Senator Barkley, in his 

“keynote” address to the Democratic national 
convention, “is a new definition of interstate com- 
merce.” 

What he was driving at was the way in which 
some of the “new deal” attempts to handle economic 
and social problems under the commerce clause of the 
Constitution have been thwarted by the U. S. Supreme 
Court, because the things it was sought to correct or 
control are not interstate commerce. Does Senator 
Barkley mean that the Supreme Court ought to adopt 
a definition of the term that would permit the desired 
legislation, or does he mean that the Constitution itself 
ought to be amended to define it so as to fit “new deal” 
aims? Either is preposterous. 

We may not arbitrarily, to suit a whim, define a 
term that has, in the Constitution, in the dictionary, 
and in the mind of every person of high school age able 
to think and reason, a specific meaning; we may not 
define white as black. “Interstate commerce” means 
commerce between states. That an article manufac- 
tured or produced moves in interstate commerce after 
it is manufactured or produced does not make the 
process of its magufacture or production interstate 
commerce, and no torturing of language or logic can 
make it mean that. 

If the Senator is suggesting that the Constitution 
itself ought to be amended to give the term the meaning 
he desires it to have, then he is groping in the right 
direction, but still he is ridiculous. The remedy is, 
indeed, amendment of the Constitution, but not an 
amendment to give a fictitious and unwarranted mean- 
ing to a perfectly understandable term; the amendment 
should be one directly giving Congress the power to 
deal with the matters with which Senator Barkley 
desires it to deal. If they should be so dealt with, then 
such an amendment should be adopted; if they should 
not, then such a proposed amendment should and 
probably would fail. 

It is this childish desire to cure every evil that 
besets mankind with “a law” and the silly resentment 
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at the obstacles that make such a course illegal and im- 
possible, without resorting to the one means that would 
make it possible—amendment of the Constitution— 
that are responsible for the ridicule in which so many 
“new deal” antics are held. 


A BUSINESS POLICY 


E have already commented in this column on the 

address made by R. V. Fletcher, vice-president 
and general counsel of the Association of American 
Railroads, at Rochester, N. Y., June 16, with reference 
to what he said with respect to simplification of regula- 
tion as applied to the railroads; we desire to reprint 
here, with special emphasis, some other things he said 
as containing sound advice for the railroads themselves, 
for those who regulate them, and for those who desire 
specific sorts of regulation, on occasion, in their own 
interest. Said he: 

After all, it is the function of the railroads to furnish trans- 
portation such as the public demands, at rates which the 
public can pay. If both parties to the transaction were given 
greater freedom of action in negotiation; if, in short, we were 
willing to borrow a leaf or two from the experience of the Eng- 
lish railways in the matter of fixing rates; if we had less of 
legal argument and more consideration of sound business prin- 
ciples; if we heard less talk of the relationship of rates and 
less consideration of theoretical discrimination; if we could 
avoid the perfectly intolerable delays that result from the in- 
terminable debates to which the Interstate Commerce Commis- 
sion chooses to listen; if we were permitted to look about us 
and remember that we are living in the middle decades of the 
twentieth century; if we could forget some of the precedents 
and bear in mind that it is the business of a transportation 
agency to move traffic upon terms which the shipper can meet; 
if we were permitted to forget that the problem is not a law 
problem, but is a problem of transportation, and, in fact, a prob- 
lem of business—I say, if we could conduct the affairs of the rail- 


roads in a sane, sensible, practical way, I think we would fare 
much better and the needs of industry would thereby be much 


more successfully met. 

What Mr. Fletcher is here advocating is the con- 
duct of the railroads, both in their own actions and in 
the action of those who have authority over them, as 
a business institution and not as a laboratory for 
experiments in government regulation and a play- 
ground for those who are intrigued by the opportuni- 
ties afforded by the intricacies and technicalities of law 
and custom. In so far as the law governs, the railroads 
themselves, of course, are helpless, except that they 
have an opportunity to try to improve both the laws 
and the administration of them. But it is up to others 
to give them a chance. There is too much cluttering 
up of fundamental problems by the raising of minor 
issues. The railroads themselves, in their competition 
with each other, are not free from this fault, as in- 
dividuals. 

For instance, though there may be and have been 
all kinds of issues raised as to railroad pick-up-and- 
delivery tariffs, what is the fundamental question? It 
is whether the railroads ought to and can, without 
indulging in cut-throat competition, furnish this kind 
of service to shippers. If they can, they should be 
allowed to do so. One would almost say that they 
should be forced to do so. 

Again, why all the delay and quibbling about the 
arrangement reached by one of the railroads and cer- 
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tain trucking concerns to transport truck loads on flat 
cars? It is economical transportation; it relieves the 
highways; it gives the railroad traffic that otherwise 
would go to the truck; both the trucking concerns and 
the railroads are satisfied, and so also are the shippers 
who would receive the service. But we must unwind 
many balls of red tape and listen to all sorts of repre- 
sentations by all kinds of interests before we can reach 
a conclusion. A business man or a business board of 
directors would settle the matter at one short sitting 
—and settle it in accordance with business principles. 

Why the demand for the repeal of the fourth sec- 
tion of the interstate commerce act? Because the In- 
terstate Commerce Commission, which has the author- 
ity to grant exceptions under it, listens to all sorts of 
appeals and is convinced by them instead of determin- 
ing in given cases that the railroads have a right to 
meet intercoastal steamship competition, so long as 
they can show that they are not making cut-throat 
rates but are asking something above their out-of- 
pocket cost, and so long as others who have a right 
to protection are not injured. 

And so it goes—applications, technical objections, 
suspensions, long and ponderous hearings to settle what 
could be settled promptly, and settled right, by com- 
petent persons not obsessed with regulatory and 
bureaucratic ideas. As we have said, the remedy is 
twofold—first, simplification of the statutes, and, sec- 
ond, business-like administration of the law and busi- 
ness-like conduct under the law. There is no reason 
why railroad regulation should be as complicated and 
difficult to understand as the fourth dimension. The 
railroads exist for the purpose of carrying commerce. 
They should be permitted to do it without hindrance, 
except for a few simple restrictions in the public 
interest. 


RAIL LABOR ACT UPHELD 


The United States Circuit Court of Appeals for the fourth 
circuit, sitting at Asheville, N. C., on appeal has affirmed the 
decision of District Judge Luther B. Way, of Norfolk, Va., 
upholding the constitutionality of the railway labor act, as 
amended in 1934, intended to eliminate “company” unions from 
collective bargaining between a railroad and its workers, and 
‘forbidding interference by the railroad companies with the 
choosing of men to represent them in collective bargaining. 

Judge Way issued an injunction forbidding the Virginian 
Railway to interfere with its shop men who, according to an 
election held by the National Mediation Board, had chosen an 
American Federation union of shopmen to represent them in 
the negotiations. The railway contended that the statute was 
unconstitutional in that the shop enployes were not engaged 
in interstate commerce over which Congress holds the power 
of regulation. 

The appellate court said the findings of the lower court 
were amply supported by the evidence. Among the findings 
was one that there had been interference with the shopmen by 
a so-called company union contrary to the provisions of the 
railway labor act. The railroad defended that organization as 
a labor organization. The American Federation of Labor or- 
ganization asked Judge Way for an injunction on the ground 
that the railroad had refused to negotiate with properly chosen 
representatives of the shopmen, that is, the American Federa- 
tion of Labor organization. 


RAILROADS AND DEMOCRATS 


Representatives of the railroads, it was learned this week, 
made suggestions for a plank in the Democratic platform de- 
claring for private ownership and operation of the railroads. 
They were transmitted to officials of the resolutions committee, 
but nothing came of the effort. 
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Current Topics in 
Washington 





As passed by Congress and 
signed by President Roosevelt, the 
title of the statute creating the of- 
fice held by Commissioner Eastman 
until midnight June 16, read: 


To relieve the existing national emergency in relation to interstate 
railroad transportation, and to amend sections 5, 15a and 19a of the 
interstate commerce act, as amended. 


And Now There 
Is No National Trans- 
portation Emergency? 


That gem about “relieving” an emergency was discarded 
when the statute was amended in 1934. The statute, as passed 
by Congress and signed by the President June 16, 1933, at 
12:05 p. m., was then changed, as to title and other things, so 
that the title in the books was “Emergency railroad transporta- 
tion act, 1933, as amended.” 

Perhaps, now that the emergency has been relieved, rail- 
road presidents and other officers may get their salaries re- 
stored. It will be remembered they were cut under the frowns 
of Coordinator Eastman. 





In passing S. 3055, the so-called 
Walsh-Healey government contract 
bill, Congress did its share for the 
extension of what many consider 
government by threat, evasion, and 
device. The President had not signed 
the bill when this was written. Briefly summarized, it provides 
that every contract made by the government, exceeding in 
money terms $10,000, shall contain stipulations to the effect 
that the contractor shall not pay less than the minimum pre- 
vailing wages, as determined by the Secretary of Labor, nor 
permit any person engaged in fulfilling the contract to work 
more than eight hours a day or forty hours a week, nor 
employ any male of fewer than sixteen years of age nor any 
female of fewer than eighteen years. 

The question of prevailing wages is to be decided by the 
Secretary of Labor. That means that any citizen willing or 
desirous of selling anything, in quantity, to the government— 
his government—is to be subject to the idea of a cabinet 
a as to what is the prevailing wage in a given neighbor- 

ood. 

God forbid, a pious one might exclaim, that any one should 
be so low as to imagine that a cabinet officer would seek to 
use that power for the political benefit of the President who 
appointed him or her. Yet some who are able to recall the 


Government by 
Intimidation, Evasion 
and Indirection 


Quay or Penrose machine in Pennsylvania might rise up to. 


assert that all contracts in the commonwealth of Pennsylvania 
were at one time used for the benefit of the party in power. 
But, of course, not now. Human nature has changed and 
ng are not done that way now—if you believe those in 
office. 


Compliance with the wages and hours of employment 
and sanitary laws of the state wherein the things are being 
made for delivery on a government contract is to be only prima 
facie evidence that the employer is righteous—that is to say, 


with “proper” evidence, the prima facie case may be over- 
turned. 


Bluntly, under such a statute, only those on the preferred 
list for government contracts, regardless of the quality of work 
= yas, could obtain contracts at the hands of those playing 
politics. : 

As introduced, the measure was a patent effort to make 
the codes prescribed under the NRA the guide for agents 
of the government letting contracts. The codes and the na- 
tional industrial recovery act, as they existed May 26, 1935, 
are specifically mentioned as the things to be observed, the 
contractor agreeing to the stipulations. 

After a contractor is found to have breached any of the 
stipulations, his name is to be placed on a list by the Comp- 
troller General and furnished to every purchasing agency of 
the government. That is, under the bill as passed by Congress, 
the government is to establish a black list and the men whose 
mames are thereon are to be boycotted by the government 
for the support of which they are taxed. 

And why are they to be boycotted? Because Congress 
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was determined, notwithstanding the Supreme Court, created 
by the same document that called it into being to do what it 
could to evade what the court, under its solemn judicial oath, 
had declared the Constitution did not authorize it to do. 





When the Supreme Court said 


And Now the the NRA was unconstitutional, the 

“ ” responsible officers of the govern- 
Government “Coppers ment asked the industries of the 
Its Steel Bet 


country, notwithstanding that they 
had no power to compel observ- 
ance, to follow the codes the industries had set up for them- 
selves or the government had prescribed for them. 

Under the code of the steel industry, it was provided that 
steel makers should file with the Iron and Steel Institute the 
prices they intended to charge. The industry also agreed not 
to change prices on less than ten days’ notice. The result was 
that all the steel makers naturally followed the price-making 
of the largest unit in their industry. 

In times of ordinary business the little men are averse to 
starting price wars. Their purses are not long. In boom 
price periods the little fellows have put their prices above those 
of the big fellows. The latter have protected themselves by 
refusing to take on any new customers. They have adhered 
to prices they made under ordinary market conditions. They 
have reserved their product for their regular customers. The 
result, in recent years, has been that the old condition of 
the industry, one day a prince and the next one a pauper, 
has not prevailed. 

The steel men, according to report, have observed the 
NRA code so far, at least, as the filing and observance of 
prices are concerned. Inasmuch as no one has manifested a 
desire to start a price war, prices on file have been the same 
for all companies. 

Seemingly, the steel men are about to be put through the 
government set in motion for the packers. President Roose- 
velt has referred to Attorney General Cummings, “for appro- 
priate action,” the fact that four of the larger steel companies, 
in bidding on government work that is being handled by Sec- 
retary Ickes, submitted identical prices. The fact that the 
prices have been identical has been taken as conclusive evi- 
dence that the prices are collusive—that is, that the com- 
panies have put their heads together and agreed to submit 
identical bids for, say, 1,000 tons of structural steel. 

Just how it would be possible for each company to sub- 
mit a different bid for 1,000 tons and at the same time adhere 
to published or filed rates by the hundred pounds has not 
yet been pointed out. 

It might be suggested that, when government officers 
asked coded industries to continue observing the codes that 
could not be enforced by law, it made a bet on the stabilizing 
side of the board. Then, when it got identical bids of steel, 
it placed a bet on the anti-trust side of the board thereby “cop- 
pering”’ its first bet—all at the expense of taxpayers. 

Americans, it might be suggested, are either the most pa- 
tient ox-like people or just plain dumb, to allow politics to 
be played in that way, first by a Republican and then by a 
Democratic administration. 


Anent the recent observations con- 
cerning the words “rate” and “fare” 
And the failure of dictionary reporters 
to set forth all the facts about their 
tionary Reporters use, it is a bit amusing to note that 

three well known American dictionaries 
say that “verbiage” means “verbose.” They adhere to that 
notwithstanding the fact that the Supreme Court of the United 
States, for years, and Herbert Spencer have used it as mean- 
ing the word content of a document. The Oxford dictionary, 
however, recognizes that meaning of the word. Possibly their 
examples are not good enough for the American dictionary 
reporters. 

The word “differential,” as used among rail transportation 
men, is worth talking about; also “arbitrary.” Time was when 
an attempt was made to use both in tariff terminology, “differ- 
ential” meaning something lower than a particular base and 
“arbitrary” as something over or higher. But it was found 
that what was an arbitrary over Philadelphia might be spoken 
of as a differential under New York, so that now the effort 
is seldom made. A difference in rates is sometimes referred 
to as a “differential,” chiefly because the user seems to have 
an idea that “differential” is more impressive than difference. 

A not well-informed Englishman, if required to read a 
report of the Commission in a freight rate case, probably would 
be greatly mystified, because rates to him mean “taxes” and 
the shipper is the “trader.” This and other differences in 
usage now as between the Englishman in his home land and 
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the Englishman in the United States may suggest that, but 
for the radio, five hundred years hence the language spoken 
by the two sorts of Englishmen would be as different as was 
the Saxon as spoken in Britain and the Saxon spoken in the 
home land east of the English channel, five hundred years 
after the Saxon appeared in Britain. The radio, it is suspected, 
will keep the languages from drifting as far apart as they did 
when the Saxon in the old home said “die” and the Saxon in 
Britain said “the” and the Saxon east of the channel said 
“dick” while the Saxon west of it said “thick.” 





Thus far the Commission has not 
openly done anything with Coordina- 
tor Eastman’s recommendation that it 
establish a highly concentrated body 
in its staff to set up a routine of cost 
ascertainment on a limited number of 
Class I railroads (see Traffic World, June 6, p. 1099). It is 
possible some tears are being shed on account of the Commis- 
sion’s lack of instant response to the recommendation. 

There are some, however, perhaps fitly termed mossbacks, 
who wonder whether such a cost-finding routine would be any 
more helpful than valuation or ton-mile figures or “average 
receipts per ton per mile,” as they were termed by Edward 
Baxter, long an attorney of the Louisville and Nashville, often 
appearing before the Commission and courts for that carrier. 
He did not think highly of averages of any sort, and ton-mile 
figures left him cold, because, too often, they were the averages 
of too many unlike things. 

Arguing before the Supreme Court in Interstate Com- 
merce Commission, appellant, vs. Louisville and Nashville et al., 
in the October term of 1901, Mr. Baxter, always called “Ed” 
by those who knew him even fairly well, pointed out frailities 
in averages by averaging the lives of thirteen animals, the life 
span of which ran from the half year of the bee to the 1,000 
years of the whale, as shown in Edison’s Encyclopedia, p. 201. 
Their average, he pointed out, was 124% years. He suggested 
that it would be all right for an insurance company to insure 
the life of an elephant for 124 years but not that of the bee. 
He also observed that the average was not represented by the 
life span of any one of the thirteen animals but was between 
the span of the elephant, 100 years, and that of the swan, 200 
years. Such infirmities in averages, he said, were enough to 
condemn the “average receipts per ton per mile” as a measure 
in rate-making.—A. E. H. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended June 20 totaled 
690,716 cars—3,904 above the preceding week, 123,667, or 21.8 
per cent, above the corresponding week last year, and 67,394, 
or 10.8 per cent, above the corresponding week of 1934. Mis- 
cellaneous loading totaled 286,922; merchandise, 160,889; coal, 
103,993; grain and products, 34,064; live stock, 11,686; forest 
products, 34,380; ore, 50,485; coke, 8,297. The large increase 
in loading over the corresponding period last year was at- 
tributed to a heavy drop in coal loading in last year’s period. 

Railroads the week ended June 13 loaded 686,812 cars 
of revenue freight (see Traffic World, June 20), according to 
the Association of American Railroads. All districts reported 
increases, compared with the corresponding week in 1935, ex- 
cept the Eastern and Pocahontas. All districts reported in- 
creases compared with the corresponding week in 1934. 


Loading of revenue freight in 1936 compared with the two 
previous years follow: 


Cost Ascertainment 
Routine Another 
Valuation Bust? 
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Revenue freight loading the week ended June 13 by dis- 
tricts was reported as follows: 


Eastern district: Grain and grain products, 5,777 and 4,821; live 
stock, 1,089 and 954; coal, 23,598 and 37,851; coke, 1,487 and 1,603; for- 
est products, 1,955 and 1,939; ore, 4,750 and 3,347; merchandise, L. C. 
L., 41,303 and 40,761; miscellaneous, 68,679 and 57,993; total, 1936, 148,- 
638; 1935, 149,269; 1934, 137,656. 

Allegheny district: Grain and grain products, 3,338 and 2,597; live 
stock, 859 and 797; coal, 26,505 and 46,284; coke, 3,972 and 2,228; forest 
products, 1,472 and 1,124; ore, 10,122 and 6,560; merchandise, L. C. L., 
29,048 and 29,563; miscellaneous, 62,503 and 46,894; total, 1936, 137,819; 
1935, 136,047; 1934, 125,607. 

Pocahontas district: Grain and grain products, 319 and 254; live 
stock, 136 and 126; coal, 32,179 and 40,348; coke, 480 and 595; forest 
products, 710 and 702; ore, 344 and 210; merchandise, L. C. L., 5,440 
and 5,046; miscellaneous, 6,628 and 5,493; total, 1936, 46,236; 1935, 
52,774; 1934, 42,203. 

Southern district: Grain and grain products, 2,471 and 2,283; live 
stock, 938 and 965; coal, 13,225 and 17,391; coke, 409 and 344; forest 
products, 9,556 and 8,407; ore, 827 and 537; merchandise, L. C. L., 
27,984 and 25,913; miscellaneous, 38,890 and 34,988; total, 1936, 94,300; 
1935, 90,828; 1934, 83,530. 

Northwestern district: Grain and grain products, 8,958 and 5,887; 
live stock, 2,724 and 2,024; coal, 3,276 and 4,636; coke, 1,934 and 1,298; 
forest products, 9,357 and 5,832; ore, 30,385 and 20,534; merchandise, 
L. C. L., 20,077 and 19,364; miscellaneous, 33,308 and 28,551; total, 
1936, 110,019; 1935, 88,126; 1934, 90,932. 

Central Western district: Grain and grain products, 7,572 and 6,531; 
live stock, 3,768 and 3,972; coal, 4,821 and 7,830; coke, 118 and 176; 
forest products, 5,920 and 5,158; ore, 3,217 and 1,654; merchandise, L. 
Cc. L., 25,167 and 23,661; miscellaneous, 46,129 and 38,751; total, 1936, 
96,712; 1935, 87,733; 1934, 90,133. 

Southwestern district: Grain and grain products, 3,673 and 3,475; 
live stock, 1,213 and 1,506; coal, 1,728 and 2,810; coke, 77 and 108; forest 
products, 4,672 and 3,320; ore, 309 and 159; merchandise, L. C. L., 
12,405 and 12,257; miscellaneous, 29,011 and 23,699; total, 1936, 53,088; 
1935, 47,334; 1934, 48,820. 


STATE EMERGENCY CHARGES 


State commission action on extension of the Ex Parte 115 
charges to intrastate traffic, according to John E. Benton, gen- 
eral solicitor of the National Association of Railroad and Utili- 
ties Commissioners, has been taken as follows: 


The Alabama Commission has assigned a hearing on the carriers’ 
application on June 26. The Louisiana Commission on the 18th instant 
allowed the extension subject to the exceptions contained in its Order 
No. 1587 of June 5, 1935, and to the exceptions and modifications of the 
recent I. C. C. order. The Ohio Commission on the 17th instant allowed 
the extension effective July 1st on 1 day’s notice, subject to the excep- 
tions and modifications of the I. C. C. order, and subject to complaint 
or investigation as to the resulting rates. 


M. & ST. L. SERVICE ORDER 


The Commission, by division 3, in service order No. 58, 
authorizes the use of two miles of the line of the Minneapolis 
& St. Louis by the Chicago, Rock Island & Pacific until Sep- 
tember 30 so that Greenville, Ia., may have railroad service 
until the end of September. The part of the Minneapolis & 
St. Louis which the Rock Island is authorized and directed to 
use has been abandoned so far as operation is concerned by 
its owner. The fact that there was not adequate transporta- 
tion service to and from Greenville, Ia., the Commission said, 
constituted an emergency permitting it to order the Rock 
Island to furnish them. The Rock Island has applied for 
authority to acquire the part of the M. & St. L. which it is to 
operate under the service order. 





Revenue Freight Car Loading—Week Ended Saturday, June 13 


1936 1935 1934 
PPT eee eT Ty 2,353,111 2,169,146 2,183,081 
5 weeks in February ............... 3,135,118 2,927,453 2,920,192 
ee  . 2,418,985 2,408,319 2,461,895 
Grain and Live 
grain prod. stock Coal 
1936 32,108 10,727 105,332 
er eet {358 25,848 10,344 152,150 
1934 33,806 12,812 97,347 
Preceding week June 6 .......... 1936 31,690 11,802 102,549 
Per cent increase over ........... 1935 24.2 3.7 
Per cent decrease under ......... 1935 33.0 
Per cent increase cver ........... 1934 8.2 
Per cent decrease under ......... 1934 5.0 16.3 
1936 749,582 286,788 3,125,702 
Cumulative 24 weeks to June 13 | 1935 620,315 301,024 2,990,356 
1934 695,603 372,161 2,977,741 
Per cent increase over ........... 1935 20.8 4.5 
Per cent decrease under ......... 1935 4.7 
Per cent increase over ........... 1934 7.8 5.0 
Per cent decrease under ......... 1934 22.9 





Per cent to 15 year average 79.5. 


Forest Mdse. 

Coke products Ore L.C. L. Miscellaneous Total 
8,477 33,642 49,954 161,424 285,148 686,812 
6,352 26,482 33,001 156,565 236,369 652,111 
6,827 25,118 33,924 161,453 247,594 618,881 
8,309 34,762 52,137 165,065 289,531 695,845 

33.5 27.0 51.4 3.1 20.6 5.3 
24.2 33.9 47.3 15.2 11.0 
01 
203,744 711,967 399,221 3,686,759 6,022,752 15,186,515 
158,864 580,606 289,038 3,711,576 5,325,038 13,976,817 
187,511 551,314 251,307 3,862,967 5,268,694 14,167,298 
28.3 22.6 38.1 13.1 8.7 
.7 
8.7 29.1 58.9 14.3 7.2 
4.6 
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COMMISSION REPORTS 


Brass Scrap, Etc. 


_ No. 27272, Globe Metal Co. vs. Illinois Central. By divi- 

sion 4. Rates, 47 cents, one carload, brass, copper, and alu- 
minum scrap, Sioux Falls, S. D., to Chicago, Ill., shipped from 
Sioux Falls, S. D., to Chicago, unreasonable to the extent it 
exceeded 37 cents, minimum 40,000 pounds. Reparation of 
$27.92 awarded. 


Salt 


No. 27113, American Salt Corporation vs. A. T. & S. F. 
et al. By division 3. Rates, salt, Lyons, Kan., to Lovington 
and Eunice, N. M., found inapplicable. Applicable rates on 
shipments between February 19, 1931, and March 21, 1932; 
found to have been 62.5 cents to Lovington and 57.5 cents to 
Eunice. Found not to have been in violation of section 4 as 
alleged but that the A. T. & S. F. misrouted the shipments. 
Complainant found entitled to reparation of $36 with interest. 
Defendants authorized to waive collection of undercharges. 


Corkwood 


No. 27063, Dodge Cork Co., Inc., vs. Pennsylvania et al. 
By division 3. Dismissed. Applicable rates, corkwood, New 
York harbor, N. Y., and Gloucester, N. J., to Lancaster, Pa., 
determined to have been 47 cents from New York harbor and 
36 cents from Gloucester. Formal complaint was filed July 20, 
1935, following efforts to settle the matter on the informal 
docket. The Commission said the defendants had already ar- 
ranged to refund overcharges on the shipments from Gloucester. 


Coke 


No. 27061, Holly Sugar Corporation vs. A. T. & S. F. et al. 
By division 3. Dismissed. Rates, coke, Milwaukee, Wis., to 
stations in Colorado and Wyoming and to Sidney, Mont., and 
from Duluth, Minn., to Sidney, not shown to have been or to be 
unreasonable. The Commission said that the rates from and to 
the points considered in this case did not appear to be out of 
line with other rates on coke from Milwaukee to the same gen- 
eral territory or with rates from other coke producing points 
to this territory. Moreover, it said, in view of low earnings on 
this traffic it was not warranted in condemning the assailed 
rates. 


Anthracite Coal 


No. 26878, Long Island Coal Merchants’ Association, Inc., 
et al. vs. Long Island et al., a sub number thereunder, Queens- 
Bellaire Coal Co., Inc., et al.. vs. Same, and No. 27073, Laurel- 
ton Fuel & Supply Co., Inc., vs. Same. By division 2. Com- 
plaints dismissed. Rates, anthracite coal, points in Pennsylvania 
to various destinations on Long Island, N. Y., not shown to 
have been or to be unreasonable or unduly prejudicial. Com- 
missioner Splawn, dissenting for reasons set forth by him in 
Westchester Rail Coal Dealers’ Bureau et al. vs. D. L. & W. 
et al., said these cases should be reopened on the question of 
the proper amount to be included in the rates for the car float 
service in New York harbor. 


Cabbage, Etc., Reparation 


No. 23279, Joseph Denunzio Fruit Co. et al. vs. A. T. & 
S. F. et al., and two sub numbers, Trautman & Squeri et al. vs. 
Same, and Glas Bloom Co. vs. Asherton & Gulf et al. By divi- 
sion 2. On further hearing reparation totaling $27,198.26, with 
interest, found to be due to complainants on account of unrea- 
sonable rates on cabbage, potatoes, and onions from points in 
Texas to Evansville, Owensboro, Lexington and Louisville, Ky., 
and Cincinnati, O., the findings having been made in former 
report, 179 I. C. C. 318. A second report in these cases was 
made in 206 I. C. C. 611. The findings of unreasonableness were 
made as to rates in effect prior to July 14, 1928. Most of the 
awards were for sums less than $100 and only three exceeded 
$1,000, the highest being somewhat over $1,700. 


Harness Leather 


I. and S. No. 4166, harness leather, Chattanooga, Tenn., to 
Canton, Pa. By division 3. Proposal to increase the rate, 
harness leather, carloads, from Chattanooga, Tenn., to Canton, 
Pa., from 63 to 93 cents found not justified without prejudice 
to the publication of a rate not exceeding the concurrent rate 
to Buffalo and other points in New York and New Jersey re- 
ferred to, in the report as taking the same rate. The rate to 
Buffalo and to points in New Jersey is 71 cents, also applicable 
to New York, N. Y. Suspended schedules ordered canceled and 
the proceeding discontinued. 


Naval Stores 


Fourth section application No. 16090, naval stores from 
south Atlantic ports. By division 2. Parties to Curlett’s I. C. C. 
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No. A415 authorized in fourth section order No. 12377 to make 
rates, naval stores over their existing water-rail routes from 
Charleston, S. C., Savannah, Ga., and Jacksonville, Fla., to 
points in trunk line territory, including points in Buffalo-Pitts- 
burgh territory, 5 cents a 100 pounds under the all-rail rates 
on the same commodities from and to the same points con- 
structed on the basis prescribed in Naval Stores from Southern 
Points, 167 I. C. C. 666, without regard to the long-and-short- 
haul part of section 4. The relief is subject to the 33% and 
50 per cent circuity limitation. 


Preserved Meats 


Fourth section application No. 16172, cured meats to Vir- 
ginia and North Carolina. By division 2. Parties to Pope’s 
I. C. C. 1822 authorized in fourth section order No. 12376 to 
establish a rate, cured or preserved meats, less carload, from 
Baltimore, Md., over water-and-rail routes to points in Vir- 
ginia and North Carolina the lowest that may be constructed 
on the rate basis of 16.5 cents to Norfolk, Va., plus the seventh 
class rate beyond without observing the long-and-short haul 
part of section 4. The relief is subject to the proviso that the 
rates to higher rated intermediate points in Virginia and 
North Carolina shall not exceed the rates constructed on the 
same basis as the rates to the more distant competitive points. 


Canned Goods Reparation 


No. 18102, Boren-Stewart Co. et al. vs. A. T. & S. F. et al. 
By division 4. On further hearing reparation totaling $8,943.36 
with interest, determined to be due to complainants on ship- 
ments of canned tomatoes, carloads, and canned tomatoes and 
canned beans, in mixed carloads, from origins in Arkansas, 
Missouri, and Oklahoma to destinations in northeastern Texas 
on rates found unreasonable in the former report, 196 I. C. C. 
120. Carriers ordered to pay the reparation not later than 
September 1. 

Sheets and Pillow Cases 


No. 27013, Joseph Horne Co. et al. vs. B. & O. et al. By 
division 4. Dismissed. Any quantity rates charged, many ship- 
ments, cotton sheets and pillow cases, points in North Carolina 
and South Carolina to Pittsburgh, Pa., between June 20, 1933, 
and June 3, 1935, found applicable and not unreasonable or 
otherwise unlawful. 


Sand and Gravel 


I. and S. No. 4202, sand and gravel from Cayuga, Ind., to 
Illinois. Proposed reduced rates, sand and gravel, Cayuga to 
destinations in central Illinois found justified to Briscoe, IIl., 
but not to other destinations. The proposal was to reduce to 
63 cents the single line rates of the N. Y. C. & St. L. to 69 cents 
to Mabel, 70 cents to Mortimer, Dillon and Metcalf, and 76 
cents to Melwood and Brocton, and the joint-line rates via 
Brocton in connection with the Kansas & Sidell Railroad Co. 
and the Westfield Railroad Co. of 84 cents to Borton, War- 
rington, Kansas, Westfield, Briscoe and Casey, the destinations 
being in central Illinois. The finding of non-justification is 
without prejudice to the filing of new schedules establishing 
from Cayuga to Briscoe, on not less than one day’s notice, a 
rate of 63 cents to expire August 15, without reducing the rates 
to the intermediate destinations. Fourth section departures 
are authorized in fourth section order No. 12356, issued in 
connection with this feport. The rate to Briscoe was reduced 
to meet the competition of wayside sand and gravel pits in the 
construction of a road near Briscoe. 


Cedar Posts Etc. 


No. 23725, L. D. McFarland Co., Limited, vs. Southern 
Pacific et al. Dismissed. Rates, cedar posts, poles, and piling 
in single-car and multiple-car loads from points in British 
Columbia, Can., to destinations in California, Nevada, Arizona 
and New Mexico, not shown to have been unreasonable or un- 
duly prejudicial. The complaint was filed July 23, 1930, after 
efforts, made in 1929 and 1930 to settle the dispute on the in- 
formal docket, had failed. 


Iron Borings Reparation 


No. 26436, Joseph Schonthal Co. vs. Central of New Jersey 
et al., two sub-numbers thereunder, Same vs. Erie et al. and 
Same vs. New York Central et al.; and No. 26439, Same vs. 
Pennsylvania et al. By division 4. On further hearing repara- 
tion amounting to $1,184.69, with interest, awarded and or- 
dered to be paid not later than September 1 to complainants 
on account of unreasonable rates on iron borings, from Pontiac, 
North Flint and Lansing, Mich., and Dayton, O., to Long Island 
City, N. Y., as found in the original report, 208 I. C. C. 543. 
Reparation was found due for the difference between the rates 
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assessed and rates of $7 a long ton from Pontiac and North 
Flint, $7.40 from Lansing, and $7.20 from Dayton. 


Wheat 


No. 26798, Sauers Milling Co. vs. L. & N. et al. By divi- 
sion 4. Dismissed. Rate of 53.5 cents sought to be collected 
by the Louisville and Nashville by means of a suit in court, 
wheat, from Hoyleton, Oakdale, Schulines, and Walsh, IIL, 
milled into flour at Evansville, Ill., and forwarded in carloads 
to Athens, Ala., between December 1, 1931, and November 1, 
1933, found inapplicable. Applicable rate found to have been 
34.5 cents, which was originally charged. The suit to collect 
charges at the rate of 53.5 cents is being held in abeyance 
pending disposition of the matter by the Commission. 


PROPOSED REPORTS 


Cement 


No. 27297, Dewey Portland Cement Co. vs. C. M. St. P. 
& P. et al. By Examiner John Davey. Dismissal proposed. Rate, 
cement, 13 cents, Linwood, Ia., to Wind Lake Road, Wis., 
applied on shipments between April 21, 1934, and July 5, 1935, 
not proved unreasonable or otherwise unlawful. 


Automobile Gear Frames 


No. 27126, Diamond T Motor Car Co. vs. Belt Railway Co. 
of Chicago et al. By Examiner Harold M. Brown. Dismissal 
proposed. Rates, automobile gear frames and semi-elliptic 
springs, in straight carloads, Milwaukee and Racine, Wis., 
respectively, to Chicago, Ill., proposed to be found not unrea- 
sonable or otherwise unlawful. The complaint covered ship- 
ments made between April 1, 1932, and April 15, 1934. 


PENNSYLVANIA ABANDONMENT 


The Commission, by division 4, in Finance No. 11073, 
Pennsylvania, Ohio & Detroit Railroad Co. et al. abandonment, 
has authorized the applicant to abandon its railroad between 
Warsaw Junction and Brink Haven, O., a distance of approxi- 
mately 19.5 miles, and the Pennsylvania to abandon operation 
over that line. The properties of the Pennsylvania, Ohio & De- 
troit Railroad Co. are under lease for 999 years from and 
after December 10, 1925, to the Pennsylvania. 

Abandonment was made necessary by the construction of 
dams in that part of Ohio in carrying out the flood control 
plans in the Muskingum Watershed Conservancy district, in 
which the state of Ohio and the United States government are 
partners. The federal government is to pay $750,000 to the 
Pennsylvania for the abandonment of the line, which operates 
through the district having a population of 2,290. Passenger 
service over the linc was withdrawn in 1932. Tri-weekly 
freight service has been maintained since that time. 


J. W. & N. ABANDONMENT 


Examiner R. R. Molster, in Finance No. 10564, Jamestown, 
Westfield & Northwestern Railroad Co. abandonment, embrac- 
ing also Finance No. 10574, Erie Railroad acquisition, on further 
hearing, has proposed that the Commission find that the J. W. 
& N., commonly called the J. W., has not complied, nor justi- 
fied its failure to comply, with the condition attached to the 
certificate of August 10, 1935, in the title case, authorizing it, 
on condition, to abandon its line. He said the Commission 
should deny the petition of the J. W., which was that the Com- 
mission grant the two applications without conditions. 

The original application of the J. W. was that it be per- 
mitted to abandon its line in Chatauqua County, N. Y., except 
as to the parts it had agreed to sell to the Erie. The Erie 
application was to buy. The Commission’s original decision 
was that the J. W. might abandon its line on condition that 
it sell the parts marked for abandonment to anyone desirous 
of continuing operation at not less than salvage value. 

Two offers to take over the property marked for abandon- 
—_ were rejected by the holding company in control of the 

The examiner said the record plainly showed that the J. W. 
had not accepted or complied with the condition prescribed by 
the Commission, division 4, in 207 I. C. C. 603, “and has never 
intended to do so.” The examiner said much could be accom- 
plished in disposing of the matter through disposition on the 
Erie’s part to cooperate in reaching a settlement contemplated 
in the previous report. 


UNCONTESTED FINANCE CASES 
Report and certificate in F. D. No. 11073, Pennsylvania, Ohio & 
Detroit Railroad Company et al. Abandonment, approving and per- 
mitting (a) the Pennsylvania, Ohio & Detroit Railroad Company to 
abandon part of a branch line of railroad in Coshacton and Knox 


counties, O., and (2) the Pennsylvania R. R. Co to abandon operation 
thereof, approved. 
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Report and order in F. D. No. 11144, Yreka Western Railroad 
Company Receiver’s Certificates, granting authority to issue not ex- 
ceeding $25,000 of receiver's certificates, to be sold or otherwise dis- 
posed of at par and the proceeds applied to the rehabilitation of the 
railroad of the Yreka Western Railroad Company, approved. 

Report and certificate in F. D. No. 11167, Pennsylvania, Ohio and 
Detroit Railroad Company et al. Abandonment of operation, permit- 
ting abandonment of operation by the Pennsylvania, Ohio & Detroit 
Railroad Company, and the Pennsylvania Railroad Company, lessee, 
of part of a branch line of railroad in Muskingum and Coshocton 
counties, O., approved. 


FINANCE APPLICATIONS 

No. BMC-F 60. Dixie Greyhound Lines, Inc., asks authority to 
issue $150,000 of serial notes maturing over a period of 5 years with 
an average annual interest rate of 2.9 per cent. The proceeds are to 
be used in the erection of a service and storage garage, and the pur- 
chase of equipment, $130,000 to be used for a garage and $20,000 for 
equipment. The garage is to be built at Memphis, Tenn. 

No. BMC-F 61. Greyhound Corporation asks for authority to as- 
sume liability as indorser of the Dixie Greyhound Lines, Inc., un- 
secured notes mentioned in the proceeding application. 

Finance No. 11028, amended. Fort Worth & Denver City Railway 
Co. asks for an order authorizing nominally to issue, by procuring 
the authentication and delivery to it, of $8,176,000 first mortgage 4% 
per cent bonds. 

Finance No. 11242, supplemented. Southern Pacific Co. asks au- 
thority to amend parts of its application to issue $60,000,000 of its 
ten year 3% per cent secured bonds in the matter of securities to be 
pledged as collateral. 

Finance No. 11247. Ludington & Northern Railway asks authority 
to abandon all its lines, including leased lines in and near Luding- 
ton, Mich., of a mileage of about 6.36. 

Finance No. 11248. Louisville & Nashville Railroad Co. asks for 
authority to procure authentication and delivery to it of $30,000,000 
of series E 3% per cent bonds issued under its first and refunding 
mortgage to be exchanged for a like amount of series C 4% per cent 
bonds also issued under that mortgage which are now in its treasury 
and are to be canceled; and to sell $26,000,000 of its series E bonds 
to procure funds to be applied to the redemption, prior to maturity 
of the bonds of applicant aggregating $26,253,000 outstanding in the 
hands of the public as follows: $3,500,000 of Louisville & Nashville 
Railroad Co.-St. Louis division first mortgage 6 per cent gold bonds 
dated March 1, 1921, due March 1, 1971, which are to be called for 
payment on September 1, 1936, at 107 per cent; $10,000,000 of Louis- 
ville & Nashville ten year secured 5 per cent gold bonds, dated October 
1, 1931, due October 1, 1941, to be called for payment on October 1, 
1936, at 103 per cent; and $12,753,000 of Louisville & Nashville first 
and refunding mortgage 5% per cent gold bonds, series A, dated Au- 
gust 1, 1921, due April 1, 2003, to be called for payment on October 
1, 1936, at 102 per cent. This refinancing operation is expected to save 
the company $436,415 in annual interest charges. 

Finance No. 11249. Wheeling & Lake Erie Railway Co. asks au- 
thority to abandon 11.87 miles of its Carrollton branch in Carroll county, 
O. The part of the line proposed to be abandoned is in the area that 
will be flooded when dams are built in the Muskingum River in ac- 
cordance with plans of Ohio for the creation of the Muskingum Water- 
shed Conservancy District. Under an agreement among the United 
States, the Conservancy District and the Wheeling & Lake Erie the 
latter is to receive $100,000, as a payment for in lieu of relocation, 
of about 5.68 miles of the Carrollton branch and will receive from 
the district $30,000 for a conveyance of the 5.68 miles of right of way 
which will be definitely flooded. Owing to the decline in coal mining 
in the area served by this branch there has been an annual deficit 
since 1931 in net income ranging from $11,065.90 to $23,393.15. 

Finance No. 11250. Moosic Mountain & Carbondale Railroad Co. 

and Erie Railroad Co. ask authority to abandon a part of the line of 
the Moosic Mountain and discontinuance of operations thereon. The 
part to be abandoned is about 2.45 miles long in Lackawanna county, 
Pa. The part to be abandoned served a colliery which has been aban- 
doned since 1924. 
} Finance No. 11251. Puget Sound & Cascade Railway Co. asks 
permission to abandon a part of its line from a point near Mt. Ver- 
non to Burlington, Wash., a distance of about 3.8 miles. It is an 
electric interurban which the application says has not been operated 
for many years and there is no prospect that it will ever again be 
operated. 

Finance No. 11252. Canton & Carthage Railroad Co. asks authority 
to abandon freight operations by it between Pelahatchie and Sand 
Hill, Miss., over line of Pearl River Valley Lumber Co., a non-carrier. 
The freight route proposed for abandonment is about 13.75 miles long. 
The abandonment is proposed on account of a change in the opera- 
tions of the lumber company owning the railroad. 

Finance No. 11253. Minnesota Transfer Railway Co. asks au- 
thority to issue $758,700 of capital stock. The stock is to be issued 
in reimbursement of the proprietary companies for advances to the 
applicant aggregating $817,457.78 as of May 31, 1936. It is proposed 
to deliver 843 shares of $100 par stock to each proprietary company 
in consideration of the discharge of a like amount of such indebted- 
ness due to such proprietary company. 

Finance No. 10735, second supplemental. Southern Pacific Com- 
pany asks extension for one year from July 31, 1936, of the certi- 
ficate heretofore granted authorizing the extension of its common 
carrier operations over the line known as the Yuma Valley Railroad, 
owned by the United States, between Yuma and Somerton, Ariz. The 
trackage right over this government railroad was originally granted 
to expire July 31, 1935, and later extended to July 31, 1936. The ap- 
plication estimates that the Southern Pacific in the additional year 
will obtain a gross revenue from this branch of $238,637 and a net 
railway operating income of $49,217. The Yuma Valley serves a gov- 
ernment reclamation project. 
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N. Y. WAREHOUSING PRACTICES 


The Traffic World Washington Bureau 


- The Commission, on further hearing in ex parte 104, part 
6, warehousing and storage of property by carriers at the Port 
of New York, June 26 affirmed its prior findings (198 I. C. C. 
134), with respect to respondent’s warehousing and storage 
practices, charges assessed therefor, and allowances made in 
connection therewith at the Port of New York district. 

The Commission made findings of fact concerning the prac- 
tices of each of the seven large railroads serving New York 
Harbor area and ordered the carriers to cease and desist from 
the practices condemned in the previous report and affirmed 
in this one, not later than October first. In the prior report, 
the carriers were merely admonished to quit the condemned 
practices. The Commission in this report found that the car- 
riers had made only a few changes; hence, it issued the spe- 
cific order to cease and desist. 


STOCK REDUCTION AUTHORIZED 


_ Reduction of the stock issue of the Kanawha and West Vir- 
ginia Railroad Co. from 50,000 to 50 shares has been author- 
ized by the Commission, division 4, in a supplemental order, 
not report and order, in Finance No. 2071, New York Central 
leases. This reduction was requested in a petition filed jointly 
by the New York Central, the Toledo and Ohio Central, and the 
Kanawha and Michigan. They asked for the modification of an 
—_ dated July 21, 1922, so that they might make the reduc- 

ion. 

This operation is an outgrowth of the unification of the 
New York Central system. In its report in this case of July 
21, 1922, 72 I. C. C. 242, the Commission authorized the acqui- 
sition by the Kanawha and Michigan of control of the property 
of the Kanawha and West Virginia, the acquisition by the 
Toledo and Ohio Central of control of the properties of the 
Kanawha and Michigan and the acquisition by the New York 
of control of the properties of the Toledo and Ohio Céntral 
under lease. This permission was on the express condition that 
none of the lessees should sell, pledge, or otherwise dispose of 
any of the capital stock of its lessor, then owned by such 
lessee, without the approval of the Commission. 

Pursuant to the authorization contained in the report and 
order by the Commission by division 4, dated January 18, 1936, 
in Finance Docket Nos. 10984 and 10985, 212 I. C. C. 189, the 
Kanawha and Michigan acquired the properties and franchises 
of the Kanawha and West Virginia. Because other parties had 
acquired rights thereunder, the lease of the Kanawha and West 
Virginia properties to the Kanawha and Michigan had not 
been merged or extinguished, and that, since its term corre- 
sponds to that of the lessor’s charter, in order to avoid any 
question as to the validity of the lease, the lessor’s corporate 
existence was to be continued. The order authorizes the peti- 
tioners to surrender 13,555 shares of stock for cancellation. 


BURLINGTON ABANDONMENT 


Examiner Jerome K. Lyle, in Finance No. 10969, Chicago, 
Burlington & Quincy Railroad Co. abandonment, has recom- 
mended that the Commission permit abandonment by the Bur- 
lington of a branch extending from Sedan, Ia., to Novinger, 
Mo., a distance of about 31.25 miles; and another segment from 
South Gifford to Elmer, Mo., a distance of about 4.69 miles. 
The branch is paralleled for its entire distance, according to 
the report, by the Wabash at an average distance of nine miles. 
Farming and a little coal mining are the industries in the 
territory of the branch. The examiner said the record did 
not contain any reasonable ground for the belief that the seg- 
ments would ever be able to yield sufficient revenue to pay the 
out-of-pocket costs of operation, and that within the next four 
years it would be necessary to make expenditures of approxi- 
mately $126,840 for maintenance, 





LOANS TO RAILROADS 


In Finance No. 9534, “Mobile & Ohio Rail Road Co. re- 
ceiver’s reconstruction loan, the Commission, by division 4, in 
its second supplemental report, has approved extension for 
not more than two years of the time of payment of $850,000 of 
the loan of $877,599 to the receiver of the Mobile & Ohio by 
the RFC, maturing July 7. Prior reports are in 187 I. C. C. 
261 and 207 I. C. C. 454. The loan is secured by receiver’s 
certificates. 

With the expiration of Title I of the emergency railroad 
transportation act of 1933, section 15 of that title, providing 
that the Commission shall not approve a loan to a carrier 
under the RFC act if it is of the opinion that such carrier is 
in need of financial reorganization in the public interest, became 
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ineffective. Similar provisions, however, are in the Reconstruc- 
tion Finance Corporation act and are binding on the Commis- 
sion in approving RFC loans. 


GREAT NORTHERN ISSUE SOLD 


The Reconstruction Finance Corporation has sold $4,935,000 
of Great Northern Railway Company secured 4 per cent serial 
bonds to Halsey, Stuart & Company, New York, for $5,158,- 
407.45, a premium of $223,407.45, the unit price being $1,045.27 
a thousand. These securities represent an RFC loan now 
transferred to private interests. 


DROUGHT RATES ON CATTLE 


Traffic representatives of railroads serving the drought 
stricken areas of Wyoming, the Dakotas, and Montana met in 
Chicago June 24 to consider checking in emergency rates 
from that territory to feeder grounds and return. They agreed 
to a scale of rates based on 85 per cent of the tariff rates out- 
bound plus 15 per cent of that rate on return of the cattle to 
the drought-stricken ranges. No action was taken, however, 
regarding the publication of those rates pending an investiga- 
tion intended to determine just what areas needed them and 
what expiration dates should be applied to them. It was ex- 
pected that such an investigation would take but a few days 
and the tariff machinery of the railroads was groomed to put 
the rates in on short notice as soon as the facts were determined. 

Coincident, the railroads intended to establish a line of 
emergency rates, inbound into the drought area, on roughage. 

Railroads represented at the conference were: Union 
Pacific, Chicago and North Western, Great Northern, Northern 
Pacific, Chicago, Milwaukee, St. Paul and Pacific, and Chi- 
cago, Burlington and Quincy. 


SUSPENDED TARIFFS 


In I. and S. No. 4212, the Commission has suspended from 
June 25 until January 25, schedules in supplement No. 11 to 
Southern Railway I. C. C. No. C-2161, and supplements Nos. 
56 and 57 to Sperry’s I. C. C. No. 191. The suspended sched- 
ules propose to eliminate the application of the St. Louis, Mo., 
rate from Carondelet, Mo., on carload shipments of coke des- 
tined to Belleville, Ill., when routed in connection with the 
Southern railway, which would result in application of higher 
combination rates via that route. 

In I. and S. No. M-4, the Commission has suspended from 
June 25 until September 23 certain minimum rates and charges 
as published in supplement No. 1 to Lee Sprankle’s (doing 
business as Sprankle Trucking Company) schedule. MF-I. C. C. 
No. 1. The suspended schedule proposes to establish new and 
reduced minimum rates and charges on various commodities 
from and to points in Ohio, Michigan and New York. The fol- 
lowing is illustrative: Freight, all kinds, by truckload, maxi- 
mum weight 20,000 pounds, between Cleveland, O., and Buffalo, 
N. Y.; no rate now; proposed rate, $45. 


SOUTHWESTERN CASES 


The Commission by order, not a report and order, in No. 
13535 et al., consolidated southwestern cases, has modified its 
order of April 5, 1927, so as to authorize the publication of 
reduced carload rates on second-hand smelter equipment for 
application from Peru; IIl., to Machovec, Tex., to be maintained 
for a period of 90 days and while effective to apply from or 
to intermediate points, without publication of reduced rates 
from or to other points. The rate from Peru to Machovec 
is to be 88 cents on second-hand machinery, minimum 40,000 
pounds, subject to Rule 34 of the western classification. A rate 
of 65 cents on second-hand stru¢tural iron and steel and sec- 
ond-hand iron and steel buildings, minimum 40,000 pounds, is 
also authorized, from Peru to Machovec. A rate of 49.5 cents 
is authorized from Cherryvale, Kan., to Machovec on second- 
hand machinery, second-hand structural iron and steel, and 
second-hand iron and steel buildings, minimum 60,000 pounds. 
ye the last mentioned rate is to be subject to emergency 
charges. 


PETITIONS FOR REHEARING, ETC. 

No. 13756, Southern Carbon Co. vs. A. & L. M. et al. Southwest- 
ern carriers ask that the Commission vacate its order of December 
27, 1923, which requires maintenance until further order of rate not 
to exceed 61 cents a 100 pounds on iron pipe from Quinton, Okla., to 
Fairbanks, La. 

No. 12004, Wichita Northwestern vs. C. R. I. & P. et al. Complain- 
ant asks for modification of the order of the Commission dated July 
19, 1923. 

No. 21665, North Carolina Corporation Commission vs. A. C. & Y. 
et al.; No. 21373, Commonwealth of Kentucky et al. vs. A. & W. et al.; 
and No. 26488, East Tennessee Border Traffic Association vs. A. C. 
& Y. et al. Defendants operating in official classification territory ask 
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for postponement of 90 days in respective effective dates of the Com- 
mission’s orders in these related proceedings. 

Finance No. 3385, application of Cambria & Indiana for certificate 
of public convenience for the construction and extension of its line of 
railroad in Cambria county, Pa. Cambria & Indiana asks for extension 
of time for the commencement and completion of the work of con- 
struction and suggests that the time for beginning and completing 
construction work should be advanced not less than twelve months 
beyond the periods now fixed. 

1. and S. No. 4208, grain to, from and between southern territory. 
Rockingham Milling Co., Inc., Harrisonburg, Va., has filed a petition 
withdrawing its participation in a joint petition of May 19 filed for its 
account along with other petitioners by J. B. Jones, traffic manager, 
Danville, Va., withdrawal being specifically conditioned on the Com- 
mission’s allowing revised rates on grain and grain products as pub- 
lished in Pope’s I. C. C. 52, and now under suspension, to go into 
effect. 

Ex Parte No. 104, part 2, A. E. Staley Manufacturing Co. ter- 
minal allowance. A. E. Staley Manufacturing Co. asks for rehearing 
and that the Commission vacate and set aside its fifty-fifth supple- 
mental report issued May 22. 

No. 27002, John Nix & Co. et al. vs. Railway Express Agency, Inc., 
et al. Complainants ask for reopening, reconsideration and reargument 
before the full Commission. 

No. 17000, part 7, rate structure investigation, grain and grain 
products within the western district and for export. Atkinson Milling 
Co., Blair Milling Co. and others ask for reopening and reconsidera- 
tion and that the Commission vacate and set aside its order of March 
4 so far as it affects the rates, charges and practices of defendants 
and respondents as the result of modification of previous ‘‘finding as 
to transit at interior points on routes through rate break markets”’ 
as dealt with in the report and order. 

No. 27000, General Motors Corporation vs. Alton et al. Coal Trade 
Association of Indiana asks for rehearing, reargument and reconsidera- 
tion before the entire Commission. 

No. 26829, Gager Lime Manufacturing Co. vs. Alton et al. Nash- 
ville, Chattanooga and St. Louis in a petition in support of complain- 
ant’s petition for reconsideration asks that the Commission reconsider 
its decision in this case and prescribe the C. F. A. lime scales for 
application on lime from Sherwood, Tenn., to destinations involved. 

No. 26829, Gager Lime Manufacturing Co. vs. Alton et al., and 
No. 26845, Williams Lime Manufacturing Co. vs. Southern et al. 
Gager Lime Manufacturing Co. in a supplemental petition to petition 
filed May 29 asks that the Commission’s decision in this cause be 
reconsidered by the entire Commission. 

1. and S. No. 4069, routing via Quanah, Acme & Pacific and No. 
17000, part 8, rate structure investigation, cottonseed, its products and 
related articles. Respondents ask for postponement of effective date 
of orders entered herein. 

1. and S. No. 4035, lumber between points in official territory. 
National Lumber Manufacturers’ Association and other lumber in- 
dustries throughout the United States ask for reconsideration by the 
entire Commission of a ruling by division 2 authorizing the establish- 
ment of lumber rates in official territory on a mileage basis made 25 
per cent of first class rates, minimum 36,000 pounds. 

No. 26652, Dawson Brothers Distributing Co. et al. vs. Alton et al. 
Complainants ask for reopening aud/or rehearing and/or reconsidera- 
tion by the entire Commission and/or modification of the order. 

Ex Parte No. 104, part 2, A. O. Smtih Corporation terminal al- 
lowance. A. O. Smith has filed a motion for vacation or postpone- 
ment of the effective date of order entered May 19 in connection with 
the fifty-third supplemental report of the Commission. 

No. 17000, part 8, cottonseed, its products, and related articles. 
Oklahoma Cottonseed Crushers Association and Texas Cottonseed 
Crushers’ Association, concurring in petition filed by California-Ari- 
zona Ginners’ and Crushers’ Association et al., asks that the Com- 
mission reconsider its previous reports and orders and that just 
and reasonable rates on cottonseed oil which do not violate the long- 
and-short-haul clause of section 4 be prescribed in lieu of the present 
rates from west Texas and New Mexico to the Pacific Coast. 


COMMISSION ORDERS 

Fourth Section “Application No. 15692, Sulphur to Green Bay, 
Wis., 208 I. C. C. 509, and fourth section application No. 16144, Sul- 
phur to Marinette, Wis., and Menominee, Mich. Applications. re- 
opened for further hearing on July 17, 10 o'clock a. m., standard 
time, at the Interstate Commerce Commission, Washington, D. C., 
before Examiner G. L. Shinn. 

Fourth section application No. 16039, meats and packing house 
products to the southwest. On consideration of petition filed by F. 
A. Leland time for filing replies to brief to be on or before June 30. 

No. 11203, Standard Paint Co. et al. vs. Director General, Alabama 
& Vicksburg et al. Orders entered June 2, 1926, and May 8, 1928, modi- 
fied so as to permit the establishment of a rate of 40 cents a 100 pounds 
on roofing felt, unsaturated, in rolls weighing not less than 300 pounds 
each, subject to a carload minimum weight of 40,000 pounds, from 
St. Louis, Mo., East St. Louis, Marseilles, Joliet, Madison, Chicago 
Heights, and Chicago, Ill., to New Orleans (Marrero), La., and inter- 
mediate points. 

No. 27409, Louisville Cement Co. vs. C. & O. et al. Baltimore & 
Ohio and Valley Railroad of Virginia permitted to intervene. 

Finance No. 10859, Southern Railway—Carolina division et al., 
abandonment. Petition of protestants for reargument and reconsid- 
eration, denied. 

No. 27284, Board of Trade of the City of Chicago et al. vs. Abilene 
& Southern et al., and No. 27286, Minneapolis Traffic Association et al. 
vs. Chicago & North Western et al. Board of Railroad Commissioners 
of the state of North Dakota permitted to intervene. 

No. 27368, Georgia Public Service Commission vs. Alabama Great 
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Southern et al. 
to intervene. 

No. 10714, Alabama, Tennessee & Northern reorganization. Manu- 
facturers Trust Co. permitted to intervene. 

No. 10987, Application of Southern Railway Co. for a certificate 
of public convenience and necessity permitting abandonment of line 
from a point near Jackson to Carson, in Clarke and Washington 
counties, Ala. Application dismissed without prejudice. 


South Carolina Public Service Commission permitted 


READER RAILROAD TRUSTEE 


The Commission, by division 4, has ratified the appoint- 
ment of H. B. Johnson to be trustee of the carrier mentioned 
in accordance with his petition filed in Finance No. 10860, 
Reader Railroad Reorganization. The ratification is subject to 
the condition that while Mr. Johnson serves as trustee he shall 
receive no salary or compensation as an officer or employe of 
the railroad and that the only compensation shall be that 
allowed him as trustee by the judge of the court which has 
jurisdiction of the reorganization proceeding, within the limits 
approved by the Commission. 


ROCK ISLAND REORGANIZATION 

The Commission has announced a hearing in Finance No. 
10028, Chicago, Rock Island & Pacific Railway Co. reorgani- 
zation, at Washington, June 29, before Examiner R. T. Boyden 
and Harvey H. Wilkinson. It is to be on the application of 
James G. Blaine, Vincent Cullen, and James R. Trowbridge, 
for authority, as a protective committee for holders of the 
Rock Island, Arkansas & Louisiana Railroad Co. first mortgage 
4% per cent gold bonds due March 1, 1934, to solicit authori- 
zations and deposits and to act as a protective committee, in 
connection with the reorganization proceeding affecting the 
Rock Island, Arkansas & Louisiana. 


PULLMAN VALUATION 


Refusing on reconsideration to modify its findings, the Com- 
mission in Valuation No. 1082, Pullman Company, opinion 
B-948, 47 Val. Rep. 501-7, has affirmed its report as to the value 
of the company’s property in 46 Val. Rep. 814. The value of 
the owned and new property as of December 31, 1931, was 
found to be $170,000,000. The Pullman Company had the case 
reopened with a view to having the Commission include $11,- 
135,606.58 in the investment representing an allowance for profit 
in the manufacture of cars which the company had turned over 
to its operating department. The company also objected to 
the allowance of only $4,000,000, consisting wholly of a stock 
of materials and supplies as working capital. The company 
insisted that a cash working capital of $3,000,000 was required. 
Other claims were also made by the company but the Com- 
mission adhered to its original finding. The Commission had 
excluded the items mentioned from the valuation as made by 
the company. 

Commissioner Porter, dissenting in part, said he was satis- 
fied that the amounts excluded from the original cost and in- 
vestment in equipment should be restored. Commissioner 
Caskie said he was in substantial accord with Commissioner 
Porter. 


ROAD OIL AND ASPHALT 


The Commission refused to suspend tariffs on asphalt and 
road oil proposing increases from the Illinois-Indiana fields to 
the near northwest and reductions from the midcontinent to 
that destination territory (see Traffic World, June 13, p. 1145). 
The tariffs were dated to become effective June 22. 


CAST IRON PIPE RATES 


The Commission refused to suspend rates on cast iron 


pipe. They became effective June 20 (see Traffic World, June 
13, p. 1146). 


LUMBER REPARATION SUIT 


Suit has been entered in the Supreme Court of the Dis- 
trict of Columbia in Phillips Lumber Co., Inc., et al. vs. 
Atlantic Coast Line et al., for reparation on account of unrea- 
sonable rates on lumber, based on a decision in No. 23381, 
Sub No. 1, Phillips Lumber Co., Inc., vs. Chesapeake & Ohio 
et al., and No. 23385, Barnes Lumber Corporation et al. vs. 
Same, 213 I. C. C. 617. The Commission awarded reparation 
amounting to $91,759.38 on account of the rates it had con- 
demned on lumber and box shooks in prior decisions. The ship- 
ments moved from points in Virginia to destinations in trunk 
line and New England territories. Prior reports in this case 
were in 188 I. C. C. 64 and 192 I. C. C. 739. John T. Money, 
attorney for the lumber companies estimates that the total 
amount of money involved in the litigation, which is directed at 
about 50 railroads, is about $157,000. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, N. D. Florida.) Interstate truck carrier 
which commenced operation after effective date set by Con- 
gress for regulatory act, but within subsequent period during 
which Interstate Commerce Commission postponed effective 
date, held not entitled to additional 120 days for operation 
without certificate, where commission allowed postponement 
solely for benefit of applicants for certificates (Motor Carrier 
Act, secs. 206b, 227, 49 U. S. C. A., secs. 306(b), 327). (L. & L. 
Freight Lines vs. Douglass, 14 F. Supp. 399). 

(District Court, W. D. Kentucky.) In rate making, trans- 
fer service is ordinarily distinguished from transportation, and 
“switching service” is usually one which precedes or follows 
transportation on which legal freight charges have already 
been earned or are to be earned. (Louisville Water Co. vs. 
Illinois Cent. R. Co., 14 F. Supp. 301.) 

Carriers held entitled, in establishing tariff, to treat move- 
ment after shipment reached city as transportation, as dis- 
tinguished from switching, though movement was solely with- 
in terminals of carriers.—Ibid. 

In construing applicable railroad tariffs, whole must be 
considered.—Ibid. 

Where several tariffs may be applicable to same trans- 
portation service, they must be considered together and con- 
flicts avoided wherever possible; it being presumed that carrier 
and regulatory commissions did not intend to confuse that 
which should be plain.—Ibid. 

Shipper is entitled to lowest of two published charges 
equally applicable to same shipment.—Ibid. 

Where one tariff designation is clearly applicable and an- 
other of doubtful applicability, the more specific will be fol- 
lowed.—Ibid. 

Line-haul rather than switching tariff, held applicable to 
movement of intrastate coal shipment, originating in Western 
Kentucky, from initial carrier’s Louisville terminal over line of 
connecting carrier to destination within corporate limits of 
Louisville, where such destination was designated in bill of 
lading, although movement was solely within terminals of initial 
and connecting carriers.—Ibid. 





(Circuit Court of Appeals, Fifth Circuit.) Federal District 
Court had jurisdiction of suit to obtain accounting of moneys 
collected for joint rates by railroad during period of federal 
control, since Director General of Railroads was officer of 
United States authorized to sue and suit arose under laws 
touching federal control of railroads, notwithstanding State 
Railroad Commission and Interstate Commerce Commission had 
not rendered decision covering period in question upon division 
of joint rates (Jud. Code, sec. 24 (1, 27, 28), 28 U. S. C. A., 
ia ps of ‘i 28)). (Morgenthau vs. Sugar Land Ry. Co., 83 


Suit by Director General of Railroads against railway to 
obtain accounting of moneys collected for joint rates during 
period of federal control held not subject to limitation as to 
fact findings which attach to jurisdiction to enforce order of 
Interstate Commerce Commission, notwithstanding that plead- 
ing alleged that commission had fixed interstate divisions, where 
it appeared that commission- had disclaimed jurisdiction to do 
so (Jud. Code, sec. 24 (1, 27, 28), 28 U. S. C. A., sec. 41 (1, 
27, 28) ).—Ibid. 


Principles of equity used in enforcing account from per- 
son who has received money for another or who has engaged in 
joint enterprise with another and collected more than his 
share of profits, or used at law in action for money had and 
received, may be applied to common carriers except so far 
as statute may prevent.—Ibid. 


Under presidential proclamation establishing federal con- 
trol of railroads and providing that until Director General 
otherwise ordered operation of railroad should be continued 
in usual and ordinary course of business, and orders of Direc- 
tor General thereunder, divisions on joint rates established 
prior to federal control held to have persisted during federal 
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control of railroads (Jud. Code, sec. 24 (1, 27, 28), 28 U. S.C. A., 
sec. 41 (1, 27, 28)).—Ibid. 

Although Director General of Railroads is not chargeable 
with laches or bound by limitations, his conduct while running 
railroad business carries ordinary business consequences (Jud. 
sc i sec. 24 (1, 27, 28), 28 U. S. C. A., sec. 41 (1, 27, 28)).— 

id. 

_Increases in freight rates made by Director General of 
Railroads held properly prorated among participants in joint 
rates, regardless of whether participant had been discharged 
from federal control before date of increase (Jud. Code, sec. 
24 (1, 27, 28), 28 U. S. C. A., sec. 41 (1, 27, 28)).—Ibid. 





ELKINS ACT INDICTMENT PLEAS 
Acting Secretary Laird has issued the following statement: 


The Commission is advised that on June 12, 1936, Alexander & 
Baird Co., a corporation, and I. C. Smith, its secretary-treasurer and 
manager, entered pleas of nolo contendere, in federal court at Jack- 
sonville, Fla., to one count of a joint six-count indictment charging 
each defendant with soliciting and receiving concessions from rail- 
roads in respect of carload shipments of citrus fruits moving in inter- 
state commerce, in violation of section 1 of the Elkins act. The in- 
dictment charged that defendants soliciteG and accepted the concessions 
through the device of failing to show and declare on the bills of lading 
that the shipper, Alexander & Baird Co., had placed ice in fhe bunkers 
of each car, thereby defeating the lawful tariff charge applicable to 
that particular refrigeration service. 


FALSE CLAIM PROSECUTIONS 
Acting Secretary Laird has issued the following statement: 


On June 17, 1936, the case of United States vs. Harry Bloom, 
proprietor of the Washington Furniture Co. of Detroit, Mich., Lenore 
Conway, bookkeeper, and Oscar Henley McLean, former salesman, 
was tried before federal Judge Arthur Lederle in Detroit. The in- 
dictment in the case charged that these defendants had conspired 
together to file false claims in violation of section 10 of the inter- 
state commerce act. The government proved that Bloom, with the 
aid and assistance of the other defendants, submitted false invoices 
with claims filed with the carrier which purported to show the actual 
cost of parts used in the repair of furniture damaged in transit. The 
invoices were on bill heads bearing the name Oscar Henley, the first 
and middle name of defendant McLean. The latter pled guilty prior 
to the trial and testified, for the government, that the parts men- 
tioned in the invoices had not been purchased from him. Other evi- 
dence showed that they never had been purchased as claimed. A jury 
having been waived, the court found defendants Bloom and Conway 
guilty. Sentences were deferred for one week. Attorney Burt L. 
Smelker, of the Commission's Bureau of Inquiry, assisted at the trial. 


PRACTICES OF THE P. L. & W. 


The Traffic World Washington Bureau 


With a view to the making of a record enabling the Com- 
mission to determine what, if anything, it should do about the 
matter, Commissioner Splawn and Examiner Mullen this week 
held hearings in No. 27402, practices of the Pittsburgh, Lisbon 
and Western Railroad Co. et al. That carrier, commonly re- 
ferred to as the Mellon road, in combination with the Youngs- 
town and Suburban, a private railroad of the Mellon interests 
from Smith’s Ferry, Pa., to Negley, O., and the private barges 
hauling Mellon Pittsburgh Coal Co. products on the Ohio River 
to Smith’s Ferry, have created a coal rate situation in north- 
eastern Ohio which, “in the view of the trunk line railroads, 
threatened the coal rate structure in the greatest coal produc- 
ing and consuming areas in the country. 


Under rates prescribed or approved by the Commission 
coal moves into Youngstown, O., from the Pittsburgh district 
at a rate of $1.04 a net ton. Via the private facilities of the 
so-called Mellon interests and the two railroads, the stock of 
which is owned by the Mellons, coal, said to be chiefly by- 
product coal, moves into Youngstown at a rate of 60 cents a 
net ton. 


The proceeding in which the hearings have been held were 
instituted by the Commission on petition of the Baltimore and 
Ohio, Chesapeake and Ohio, Erie, Lake Erie and Eastern, Louis- 
ville and Nashville, the Monongahela, the New York Central, 
Norfolk and Western, the Pennsylvania, and the Pittsburgh 
and Lake Erie. (See Traffic World, May 23, p. 991.) The 
Pittsburgh Coal Co. and the Montour Railroad Co., both re- 
ferred to as Mellon interests, were made respondents, as well 
as the railroads hereinbefore mentioned, in this proceeding. 
Copies of the order instituting the proceeding were also served 
on officers of the state of Ohio. 

Ohio has an interest in the matter because in Pennsyl- 
vania Railroad Co. et al. vs. Public Utilities Commission of Ohio, 
the Supreme Court of the United States affirmed a decision 
of the lower court which in substance was that the transpor- 
tation of coal that had come down the Ohio River from Pitts- 
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burgh Coal Co. mines in Pennsylvania in coal company barges 
and had then been transported over the private railroad of 
the Mellon interests from Smith’s Ferry, Pa., to a coal condi- 
tioning plant of the Mellon interests at Negley, O., was sub- 
ject to Ohio intrastate rates and not to interstate rates as 
claimed by the trunk lines. (See Traffic World, May 2, p. 837.) 

The hearing before Commissioner Splawn and Examiner 
Mullen was spirited. August G. Gutheim, appearing for the 
Pittsburgh, Lisbon and Western, objected to many of the ques- 
tions as incompetent, irrelevant and immaterial. Commissioner 
Splawn sustained some of the objections, but many of them 
he overruled. Joined with the proceeding initiated by the Com- 
mission was reopened Finance No. 8929, Youngstown and Subur- 
ban Railroad Co. operation, in which the Commission dealt 
with the status of that railroad which was then clearly engaged 
in intrastate business. The testimony, however, went largely 
to engineering propositions and the coal rate adjustment which 
the trunk lines claimed was in danger of destruction. 

Witnesses who appeared in the first days of the hearing 
were W. L. R. Haines and Frank I. Connor, Pennsylvania Rail- 
road Co. engineers appearing for all the trunk line railroads; 
Vincent Byrne, an investigator of the Commission’s Bureau of 
Inquiry; J. W. Mackall, recorder of deeds of Beaver County, 
Pa., and Clyde Holt, the county solicitor of that county, who 
were called to describe land transactions in connection with 
construction in that county; Harvey S. Lingle, a mining en- 
gineer employed by the Commission’s Bureau of Valuation, and 
Roy Kern, of the Central Freight Association Coal and Coke 
Committee. 

After Roy Kern had finished testimony about rates over 
the rails of the trunk lines on whose petition the Commission 
instituted the inquiry into the practices of the Pittsburgh, Lis- 
bon and Western and the Youngstown and Suburban, repre- 
sentatives of coal producing companies other than the Pitts- 
burgh Coal Co., took the stand to tell of their actual and 
anticipated loss of markets on account of the low rate over the 
so-called Mellon roads into the Youngstown market. In sub- 
- stance their testimony was that they had lost business, some 
on account of the competition of so-called river coal moving 
to ports on the Ohio other than the port used by the Mellon 
coal, some on account of the rate over the railroads under 
investigation, and their fear that the low rate area around 
Youngstown would widen and embrace much of the territory 
in northeastern Ohio, northwestern Pennsylvania and affect the 
lake cargo coal trade. 

Among witnesses whose testimony was of that general 
character were George A. Blackford, representing coal pro- 
ducers in the panhandle of West Virginia; A. E. Allen, western 
sales manager of the Consolidation Coal Co. at Detroit, Mich.; 
Vice-President Lockhart in charge of sales of the Hillman Coal 
and Coke Co., and J. A. Donahue, secretary of the Carnegie 
Coal Corporation. 


FUEL OIL ESTIMATED WEIGHT 


A matter of tariff interpretation is involved in docket No. 
27336, Kelley-Williamson Company et al. vs. Alton et al., heard 
before Examiner Hagarty at Chicago, June 22. According to 
E. O. Anderson, who testified on behalf of some fifty complain- 
ing companies, all of them independent oil distributors, the 
rate charged on distillate and residual fuel oil from Wichita, 
Kan., Shreveport, La., Tulsa, Okla., Fort Worth, Ranger and 
Waco groups in Texas, and other points in Kansas, Louisiana, 
Oklahoma and Texas, to destinations in Illinois, Iowa, Minne- 
sota, Wisconsin and the upper peninsula of Michigan, between 
March 15 and August 31, 1933, should have been based on an 
estimated weight of 6.6 pounds a gallon instead of on 7.4 
pounds a gallon. Several hundred cars and several thousands 
of dollars in reparation are involved, the exact figures not 
being available because the shipping papers were not produced 
at the hearing. The complaining firms. as consignees, paid and 
bore what Mr. Anderson called the excessive charges. 

The claim to the lower estimated weight in the defined 
period is based on a difference in the description of the product 
shipped in the western classification on the one hand and in 
Johanson’s tariff I. C. C. 2461 on the other. In the classifica- 
tion the item read simply “fuel oil” and was scheduled to 
move under an estimated weight of 7.4 pounds a gallon, the 
witness testified, whereas, in the Johanson commodity tariff, 
which went into effect March 15, 1933, the item read, “fuel oil, 
residual and/or distillate not suitable for illuminating pur- 
poses,”’ and carried an estimated weight of 6.6 pounds. August 
31, 1933, the two items were brought into agreement by the 
amendment of the classification item to carry the tariff descrip- 
tion. Fuel oil generally carried the so-called column B rates, 
the witness said, which were 80 per cent of the petroleum 
products rates. 
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Railroad witnesses said the classification weight was assess- 
able, since the commodity shipped was included in the broad 
description of fuel oil. They insisted on the production of the 
shipping records. It was estimated that a finding that the com- 
plainant’s contention was correct might cost the railroads oarry- 
ing the fuel oil into the described destination territory upwards 
of a million dollars. 


REPARATION ON SAND 


Two more of a series of sand cases involving reparation 
on the basis of the scale H rates prescribed by the Commis- 
sion in the industrial sand cases were heard before Examiner 
Hagarty at Chicago June 19. In docket No. 27388, Hart- 
Carter Company vs. Boston and Maine et al., the claim was for 
approximately $200. Witnesses, under the direction of R. W. 
Schapanski, said that 14 cars of sand had been shipped from 
the Albany, N. Y., district to the complainant’s plant at Peoria, 
Ill., under a rate of $4.80 a ton, whereas the scale H rate pre- 
scribed for application by the Commission on that traffic was 
$4.40. Railroad witnesses introduced figures to show that the 
earnings on the traffic were not only reasonable but low. They 
contended that the rate charged was the lawful tariff rate and 
that there was no basis for a reparation claim. 

Six cars and a claim for $227 in reparation were involved 
in the second case, docket No. 27406, Reed Foundry and Ma- 
chine Company vs. Reading et al. The cars moved from Glen- 
side, Pa., to Kalamazoo, Mich., under a rate of $4.60. Wit- 
nesses said the scale H rate, which should have been charged, 
was $3.60. The railroads entered no defense testimony in that 
case. 


ACCIDENT REPORT ORDER 


The Commission, by division 4, by order, has amended its 
order of October 24, 1935, requiring the keeping of a special 
record of accidents to employes and a monthly report of such 
accidents, by extending the period for the recording and the 
reporting thereof to December 31, 1936. 


HEARINGS POSTPONED 


Because of the illness of John A. Ronan, attorney for the 
complainants, hearing in docket No. 27208, Bisceglia Brothers, 
Inc., vs. Alton and Southern et al., scheduled before Examiner 
Hagarty at Chicago June 23 was recessed for a day. Mr. 
Ronan’s illness continuing on the following day, the hearing 
was indefinitely postponed. 

Because of the absence of the chief complaining witness, 
hearing in docket No. 27379, A. Aron, Inc., et al. vs. Western 
Railway of Alabama, which was to be held before Examiner 
Hagarty in Chicago, June 25, was postponed by agreement to 
the following day. 


CHANGES IN DOCKET 
Argument in No. 27123, assigned for June 22, at Washington, D. 
C., was postponed to a date to be hereafter fixed. 
Hearing in I. and S. 4204, assigned for June 26 at Chicago, IIl., 
before Examiner Smith was canceled. 


MECHANICAL DIVISION MEETING 


. The mechanical division of the Association of American 
Railroads held its annual meeting at the Congress Hotel, 
Chicago, June 25 and 26. O. A. Garber, chief mechanical 
officer, Missouri Pacific, St. Louis, chairman of the division, 
presided. Committee reports covered such subjects as safety 
appliances, brakes and brake equipment, electric rolling stock, 
specifications for materials, car construction, tank cars, loading 
rules, air conditioning, lubrication, locomotive construction, 
wheels and couplers. Resolutions were to be considered and 
officers elected at the closing session the afternoon of June 26. 


RAIL LABOR DISPUTE 


The emergency board appointed by President Roosevelt to 
investigate and report on eight disputes between the Western 
Pacific, Sacramento Northern and Tidewater Southern rail- 
roads and employes of certain classes of those roads has sub- 
mitted its report to the President. The board disposed of 
seven of the disputes by holding they should be referred back 
to the parties for settlement, to the Board of Mediation for 
adjustment or to the National Railroad Adjustment Board, 
as the case might be. In one dispute it held that a differential 
rate of pay should be allowed engineers, firemen, conductors 
and brakemen when used to move trains between Keddie and 
Bieber, Calif., the amount in cents a 100 miles to be deter- 
mined by negotiation or arbitration. The members of the board 
were G. Stanleigh Arnold, Will J. French and Macy Nicholson. 
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CONGRESS AND TRANSPORTATION 


(By Stanley H. Smith) 


In refusing to continue the office of Federal Coordinator ° 


of. Transportation and by enactment of legislation abandoning 
regulation of transportation by a cabinet officer, the Seventy- 
fourth Congress, now adjourned sine die, went back to the 
commission form of regulation in the field of transportation. By 
permitting Title I, of the emergency railroad transportation act 
of 1933, which created the office of Coordinator, to expire at 
midnight June 16, and also by its refusal to act on the recom- 
mendations of former Coordinator Eastman for a reorganized 
Interstate Commerce Commission and a permanent Coordina- 
tor, Congress left the Commission in its present state of organ- 
ization as the principal federal supervisor and regulator of 
transportation. In the ship subsidy act Congress made provi- 
sion for turning over to the new Maritime Commission the 
regulatory duties of the Shipping Board Bureau which have 
been performed by the Secretary of Commerce under the execu- 
tive order of President Roosevelt that abolished the Shipping 
Board. These duties in two years may be transferred by the 
President to the Interstate Commerce Commission, Congress 
thus far giving recognition to the proposal that regulation of 
all transportation be placed under the jurisdiction of the Com- 
mission. 

All pending bills not finally disposed of at the session just 
ended are “dead.” Thus, such measures as the former Coor- 
dinator’s Commission reorganization and Coordinator bill and 
his bill providing for regulation of water carriers are no longer 
before Congress and will not be unless they are introduced 
anew at the next session. In like position is the Pettengill 
long-and-short-haul bill to amend the fourth section of the 
interstate commerce act; it was passed by the House, but failed 
to reach the Senate for consideration, largely because Chair- 
man Wheeler, of the Senate interstate commerce committee, 
was opposed to it. Senator Wheeler’s government ownership 
bill, on which hearings were not held, also was not considered 
but it may be introduced again at the next session. Final 
action was not obtained on S. 1636, giving the Commission 
power to prescribe through routes without regard to short- 
hauling carriers. 

Organized railroad labor was not successful in obtaining 
final action on the bills relating to railroad safety which the 
Senate interstate commerce committee favorably reported to 
the Senate. Two of the measures—those giving the Commis- 
sion power to inspect and issue orders affecting control of 
trains by mechanical devices and train-dispatching work— 
— passed by the Senate, but no action was taken by the 

ouse., 


Dismissal Compensation 


In the latter days of the session the interstate commerce 
committees held hearings on organized railroad labor’s dis- 
missal compensation bill, the enactment of which was threat- 
ened unless railroad management entered into an agreement 
with labor providing for dismissal compensation for railroad 
employes displaced by coordination projects undertaken by 
two or more carriers. A majority of the railroads finally agreed 
to a dismissal wage plan and the proposed legislation was 
dropped. ’ , 

Congress enacted two important measures—now law— 
relating to water commerce. These were the so-called Hague 
Rules act under which uniformity in ocean bills of lading may 
be achieved, which is effective July 15, and the act adding a 
false billing section to the shipping act, 1916. 


Chairman Wheeler obtained $75,000 in addition to $25,000 
theretofore made available by the Senate for his investigation 
of railroads, chiefly with respect to financial matters. He had 
asked for $100,000 additional. This investigation, unless ex- 
tended by the Senate, is to be concluded at some time while the 
Seventy-fifth—the next—Congress is in existence. 

Efforts to obtain congressional approval of the Florida ship 
canal project, for which President Roosevelt allotted more 
than five million dollars from the gigantic relief fund at his 
disposal, failed. Preliminary work, giving employment to 
hundreds of men, has been done on the project. The President 
has stated that, before more money is spent on the project, 
Congress should approve it: 

Substantial objections to the plan providing for the taking 
over of segments of the Minneapolis and St. Louis Railroad by 
connecting lines and for abandonment of other parts of the 
railroad developed at a hearing held by a subcommittee of the 
Senate interstate commerce committee on a resolution calling 
for an inquiry into the matter. The plan in question is formall 
before the Commission. What effect the senatorial inquiry will 
have on the ultimate adoption of the so-called dismemberment 
plan remains to be seen. 

Another attempt was made to obtain enactment of a 
Panama Canal tolls bill, supported by the Canal administra- 
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tion, to correct what that administration has contended for 


years are inequalities in the assessment of tolls. Congress 


finally enacted a compromise measure providing for an investi- 
gation of the matter by a special commission, which is to make 
a report. Opponents of the tolls bill said its enactment would 
exact increased tolls from American ships. 


Ship Subsidy and Water Regulation 


Congress finally enacted the ship subsidy bill* worked out 
by Senators Copeland, Guffey and Gibson. Opponents of the 
ocean mail contract subsidy system created by the Jones-White 
act of 1928 made many charges as to developments under that 
act. The most popular of these involved the fact that, under 
the 1928 act, a ship operator received hundreds of thousands of 
dollars in subsidy payments but carried only, in many in- 
stances, a “hat full” of mail. The proponents of the 1928 act 
contended, on the other hand, that the subsidy payments were 
not for transporting the mails but for maintenance of the 
shipping routes designated as mail routes and that the payments 
were not for services in transporting the mails. 

Under the 1928 act, shipping routes were designated as mail 
routes and so much a nautical mile was paid for ships, classified 
as to speed and tonnage. The subsidy in each case amounted 
to the difference between what it would have cost to move the 
mail actually carried at regular commercial rates and the total 
amount paid. ; 

Under the new subsidy act the Maritime Commission will 
not have a simple task. It must ascertain costs of building and 
operating foreign ships to make findings as to the differences 
in those costs as compared with American flag ship costs—such 
differences being, in the main, the measure of the subsidy in- 
tended to be paid. The object is to place American ships on a 
parity with foreign line competitors, with respect to costs. The 
new commission will have wide powers. The federal govern- 
ment, under this act, has a great degree of control over ocean 
shipping. Representatives of the industry will be in constant 
contact with this new agency. The act empowers the Maritime 
Commission to prescribe minimum manning scales and wages 
and working conditions on ships covered by subsidy contracts. 
The effect of this will be to have government-fixed minimum 
wages and working conditions in the American merchant 
marine, because the great majority of the ships, no doubt, will 
be under subsidy contracts. Unless able men are selected as 
members of this new commission—men who are determined to 
administer the act in the public interest—there will be more 
criticism as to developments under this act than there was 
under the discarded act of 1928. Hundreds of millions of dol- 
lars of the public’s money will be expended under it. A wise 
administration of the act may result in the upbuilding of an 
adequate and efficient merchant marine. Any attempt at favorit- 
ism by the Maritime Commission will result in failure. There 
is doubt that good can come out of subsidy, but a trial may be 
given this new effort to aid the merchant marine. Certainly 
the Maritime Commission can not complaint that its hands are 
tied because of lack of power. 

Opposition to regulation of water carriers by the Inter- 
state Commerce Commission resulted in Congress giving that 
regulation to the Maritime Commission for two years and leav- 
ing to the President discretion as to transferring the regulatory 
duties to the Interstate Commerce Commission after two years. 
The Maritime Commission, as administrator of the subsidy pro- 
visions and as a ship owner—as it may be under the act— 
should have nothing to do with regulation. An agency with a 
financial interest in a ship line should not regulate the charges 
and practices of that line. It is to be hoped the President will 
take the regulatory duties away from the Maritime Commission 
at the end of the two years and turn them over to the Inter- 
state Commerce Commission, or that provision will be made 
for regulation by another agency with arrangements for coor- 
dinating its work with that of the Interstate Commerce Com- 
mission where necessary. 


Coordinator and |. C. C. Reorganization 


Congress had before it since early in 1935 Mr. Eastman’s 
proposals for reorganization of the Commission and the crea- 
tion of a permanent office of Federal Coordinator of Transpor- 
tation. He renewed his recommendations along those lines 
early this year. The Commission opposed his recommendations 
as to reorganization of that body, which contemplated a Com- 
mission of sixteen members, one of whom would be the Coor- 
dinator, with a permanent chairman and a “control” board 
composed of commissioners heading divisions of the Commis- 
sion. In his second report on this subject Mr. Eastman sug- 
gested an alternative plan with respect to reorganization, but 
he adhered to the view that there should be a division of the 
Commission to exercise duties proposed for the “control’’ board. 





*This new law is digested and explained elsewhere in this number. 
—Editor The Traffic World. 
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The Commission, in its comment on the first report, did not 
agree that “any such radical reorganization is now called for 
or is desirable.” It also questioned the wisdom of having a 
permanent Coordinator, as proposed, saying that lessening of 
individual and collective efforts of the carriers for their own 
self-help might result. The railroads, having set up a national 
organization, should at least be permitted to demonstrate the 
efficiency of that organization, said the Commission. 

In its comment on the Coordinator’s renewed recommenda- 
tions this year, the Commission said, with respect to a per- 
manent Coordinator, that it believed Congress was “well 
advised as to whether or not the office should be made per- 
manent.” It renewed its objections to a reorganization of 
itself as proposed by Mr. Eastman. 

Mr. Eastman was unable to “sell” his Commission reor- 
ganization-Coordinator plan to Congress. It was not seriously 
considered in the time it was before the members. For the time 
being, the recommendations stand rejected. The Commission 
of eleven members is to continue to function with the power 
it now has under the law. 


RAILROAD EARNINGS 


A compilation of operating revenues and operating ex- 
penses, of Class I railroads for April, 1936, compared with 
April, 1935, and for the four months ended with April, 1936, 
compared with the like period of 1935 prepared by the Com- 
mission’s Bureau of Statistics, follows: 








April 
Item 1936 1935 

Average number of miles operated ...... 237,026 238,209 

Revenues : 
a ee ee $ 256,322,230 $ 222,564,014 
I Ee eee eee 30,652,565* 27,183,068+ 
Rs nah eked as be dabenics Gameseae 7,748,282 7,605,728 
NE ds tiehes nek alice sw bie sae sat 5,821,174 5,223,256 
All other transportation .............. 6,687,755 6,178,678 
ES ect ta eins Gd vb hs wens OS ae 5,555,176 5,363,486 
Joint facility—Cr. .............006. 865,139 754,084 
Pe EIT, wha vse cccnkinsicncwen 242,693 209,248 
Railway operating revenues ..... $ 313,409,628 $ 274,663,066 

Expenses : 
Maintenance of way and structures ...$ 36,301,551 $ 30,824,724 
Maintenance of equipment ........... 64,233,358 55,278,370 
a Aen Chetan wens ve nol sy ee Se 8,092,431 8,071,527 
oe de ath ae ees b oa,5 5 6% 110,913,605 102,258,211 
Miscellaneous operations ............. 2,681,602 2,463,285 
EE Rey tartans aacle nd adie & cinta © RO ies 13,085,022 10,701,832 
Transportation for investment—Cr. 234,840 182,158 
Railway operating expenses ..... $ 235,072,729 $ 209,415,791 


Net revenue from railway operations ....$ 78,336,899 $ 65,247,275 





a er ae 25,751,082 20,389,840 

Railway operating income ........ $ 52,585,817 $ 44,857,435 
Equipment rents—Dr. balance ........... 7,812,396 7,243,713 
Joint facility rent—Dr. balance .......... 3,225,777 2,905,004 


Net railway operating income ...$ 41,547,644t $ 34,708,718§ 
Ratio of expenses to revenues (per cent) . 75.00 76.24 





Depreciation included in operating ex- 
et daar in tee rite Wok oak pees a Siena Wikinee a $ 16,132,234 $ 16,027,438 


Total maintenance before depreciation ... 84,402,675 70,075,656 
Net railway operating income before de- 
SE: Goab takin RuWlam bn 9b bine ue Oe'0 57,679,878 50,736,156 


*Includes $722,094 sleeping and parlor car surcharge. 

tIncludes $736,453 sleeping and parlor car surcharge. 

tIncludes charges to Railway Tax Accruals in the total amount of 
$5,386,509, itemized as follows: $1,417,324 for taxes under the require- 
ments of the Social Security Act of 1935, and $3,969,185 under the re- 
quirements of an Act approved August 29, 1935, levying an excise tax 
upon carriers and an income tax upon their employes, and for other 
purposes. (Public No. 400, 74th Congress). 

§Includes credits to General Expenses in the amount of $2,050,653 
on account of reversal of charges previously made for liability under the 
Railroad Retirement Act of 1934. 


Four Months 





Item 1936 1935 
Average number of miles operated ....... 237,085 238,283 
Revenues : 
LS Dalian Ce reah Seales wien Simin ae $ 994,447,484 $ 869,674,545 
RE TT I ay Se tear a 127,172,748* 112,620, 909+ 
hc abs ch Sian aie tieueeee sn 0 6 50S 30,366,846 30,019,557 
a ee ee a eee 17,470,237 15,732,636 
All other transportation .............. 26,460,470 23,757,562 
he Sh eGR win Mahan t elewe di 22,725,476 26,610,542 
ee ee re 3,556, 987 3,091,403 
ae ee ee 929,392 826,851 
Railway operating revenues ...... $1,221,270,856 $1,074,680,303 
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Expenses: 

Maintenance of way and structures ..$ 133,322,708 $ 111,883,786 
Maintenance of equipment ........... 252,576,802 220,511,398 
a EER os & | OS ata Sees 31,944,845 30,522,540 
NN ne rT ca wdscacbeo enh ae 459,027,347 407,840,188 
Miscellaneous operations ............. 11,139,635 9,775,519 
DNIIL / Sls ic wshitdicinlnraaiblaven ghd <0. eii amis ew’ 52,178,695 54,312,901 
Transportation for investment—Cr. 853,770 711,053 

Railway operating expenses ...... $ 939,336,262 $ 834,135,279 


Net revenue from railway operations ....$ 281,934,594 $ 240,545,024 


a a ee ee 94,398,547 80,104,823 

Railway operating income ....... $ 187,536,047 $ 160,440,201 
Equipment rents—Dr. balance ........... $ 29,004,380 $ 27,694,963 
Joint facility rent—Dr. balance .......... 12,419,045 11,669,997 


Net railway operating income ...$ 146,112,622t $ 121,075,241§ 
Ratio of expenses to revenues (per cent) . 76.91 77.62 


Depreciation included in operating ex- 
SE As rehathake ceveheb dn ane Veewae $ 64,533,189 $ 64,916,816 


Total maintenance before depreciation .. 321,366,321 267,478, 368 
Net railway operating income before de- 
I ic 5-5 APD aa xine: lings tden sp pte 6s 210,645,811 185,992,057 





*Includes $3,248,010 sleeping and parlor car surcharge. 

jIncludes $3,184,617 sleeping and parlor car surcharge. 

tIncludes charges to Railway Tax Accruals in the total amount of 
$13,700,048, itemized as follows: $5,713,086 for taxes under the require- 
ments of the Social Security Act of 1935, and $7,986,962 under the re- 
quirements of an Act approved August 29, 1935, levying an excise tax 
upon carriers and an income tax upon their employes, and for other 
purposes. (Public No. 400, 74th Congress). 

§Includes charges to General Expenses in the amount of $4,143,041 


on account of accruals for liability under the Railroad Retirement Act 
of 1934, 


SAFETY SECTION MEETING 


Members of the saiety section of the Association of Amer- 
ican Railroads, at their annual meeting at the Stevens Hotel, 
Chicago, June 23, 24, and 25, considered the rising curve of 
railroad accidents and made recommendations for measures 
to cure the situation. 

The committee on train accidents, E. A. Meyer, manager, 
safety and fuel department, C. M. St. P. & P., Chicago, re- 
ported an increase in train accidents in 1935 over 1934 of 8 
per cent. Analyzing the causes of these accidents, the com- 
mittee said that negligence of employes, defects and failures 
of equipment and defects in ways and structures were re- 
sponsible for an increase of about the same percentage. Some 
of this was due, they suggested, to the fact that, while most 
of the employes put back to work in 1935 had had earlier rail- 
road experience, there was neglect in reeducating them in rail; 
road safety rules. So far as the increase in accidents result- 
ing from defective equipment, track and structures were con- 
cerned, the committee said that probably was due to lack of 
funds for proper repairs and replacements. As funds for this 
work became available, the report said, improvement in the 
accident record might be expected. 

The record of non-train accidents was substantially the 
same, according to the report of the committee on non-train 
accidents, read by F. W. Curtis, supervisor of safety, Denver 
and Rio Grande Western, Denver, Colo. The report made 
several recommendations. It suggested higher standards of 
hysical fitness for new employes, determined by better phys- 
cal examinations than those now required; a new approach to 
the question of safety by the definite placing of responsibility 
on supervising forces to issue instructions and on the employes 
to carry out those orders; the adoption by the railroads of a 
voluntary method of investigation of minor accidents similar 
to that provided by law for major accidents; and the prepara- 
tion of a standard code of safety rules. The recommendations 
of the committee were adopted. 

The committee on trespassing, Robert Scott, director, de- 
partment of Insurance and Safety, Atlantic Coast Line, Wil- 
mington, N. C., chairman, said that in 1934 fatalities to tres- 
passers accounted for 58 per cent of all railroad fatalities. 
It advised closer working of the accident prevention officials 
with the police forces of the railroads by passing on to those 
forces facts about situations not known to the railroad police, 
and by publicizing the serious results of the trespassing evil. 

The committee on education, L. G. Bently, general safety 
agent, Chesapeake and Ohio, Richmond, Va., reported the dis- 
tribution of more than 200,000 copies of circulars and posters in 
the year 1935. It also reported on the activities on various 
railroads in connection with the section’s “All the Year— 
Every Year” safety campaign. Under the plan adopted some 
years ago, that campaign will continue. 

H. A. Rowe, manager, claims department, Delaware, Lacka- 
wanna and Western, New York, reporting as chairman of the 
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committee on prevention of Highway crossing accidents, said 
that, though the number of crossing accidents in 1935 was 
4.7 per cent lower than in 1934, the fatalities in such accidents 
were 8 per cent higher and the injuries 8.3 per cent higher. 
The committee suggested a campaign to persuade train crews 
to take more care in giving adequate and timely warning at 
crossings and increased activities in schools and colleges to 
convince children and adolescents of the danger of highway- 
rail crossings. 

At the close of the meeting the section adopted a reso- 
lution commending the American Safety Council for its work 
in the prevention of highway accidents and recommending a 
campaign to educate all rail employes in safe driving and 
walking. 

The following officers were elected: Chairman, E. A. 
Meyer, manager, safety department, C. M. St. P. & P., Chi- 
cago; first vice-president, E. G. Evans, superintendent of safety, 
Louisville and Nashville, Louisville; second vice-chairman, F. 
M. Metcalfe, superintendent of safety, Northern Pacific, St. 
Paul, Minn.; members of the committee on direction, C. H. 
Blakemore, superintendent of safety, Norfolk and Western, 
Norfolk, Va.; T. H. Carrow, superintendent of safety, Penn- 
sylvania Railroad, Philadelphia; C. E. Hill, general safety 
agent, New York Central, New York; S. H. Osborne, assistant 
to the executive vice-president, Union Pacific, Omaha, Neb.; 
members of the committee on nominations, W. W. Fuller, 
safety supervisor, Seaboard Air Line, Norfolk, Va., chairman; 
M. T. Fulton, supervisor of safety, Kansas City Southern, 
Kansas City, Mo.; O. F. Gnadgier, supervisor of safety, Elgin, 
Joliet and Eastern, Chicago; J. L. Walsh, superintendent of 
safety, Missouri-Kansas-Texas, Dallas, Tex., and J. C. Yocum, 
manager, safety department, C. M. St. P. & P., St. Paul, Minn. 

Among those who addressed the meeting were the fol- 
lowing: J. M. Symes ,vice-president, operations and mainten- 
ance department, A. A. R.; R. C. White, assistant general 
manager, Missouri Pacific, St. Louis, Mo.; C. R. Young, manager 
of personnel, Illinois Central, Chicago; W. J. Patterson, di- 
rector, bureau of safety, Interstate Commerce Commission, 
and Lew R. Palmer, conservation engineer, Equitable Life As- 
surance Society, New York. 


NO MORE COORDINATOR 


The Traffic World Washington Bureau 


Congress adjourned sine die at midnight June 20 without 
having considered the joint resolution offered by Senator 
Wheeler providing for a three months extension for the Fed- 
eral Coordinator of Transportation. The resolution was not 
called up in the Senate after it had been introduced. 

Mr. Eastman said he had on hand about $22,000 that would 
be returned to the railroads which had been taxed at the rate 
*. two dollars a mile annually to support the Coordinator’s 
office. 


Opposition to continuation of the office of Coordinator was 
so strong that the general opinion at the Capitol was that 
it was useless to press for action on the resolution granting 
the temporary extension. : 


Speaking as the former Federal Coordinator of Transporta- 
tion, Commissioner Eastman. said he hoped the Association of 
American Railroads would go ahead in carrying out its declared 
purposes along the line of eliminating waste in operation. He 
said he would watch with interest what the railroads did now in 
that direction. He pointed out that they had freedom of action 
except that, in instances where anti-trust laws prevened joint 
action, they would not have the benefit of the provision in the 
emergency railroad transportation act authorizing the Coordina- 
tor to issue orders notwithstanding the restraints of such laws. 

“I wish the railroads the best of luck,” said he. “I hope 
they do a lot of things.” 


Mr. Eastman reiterated views before expressed that it was 
desirable to have a government agency such as the Coordina- 
tor’s office. He said the railroads might be able to meet the 
situation on their own account but that it might become neces- 
sary to have some form of government action. 


Though he said he did not know then where he would ob- 
tain the money to complete and issue the subsidy, labor, and 
short line railroad reports virtually completed when his term 
as Coordinator ended, he indicated that he felt he would obtain 
it somewhere. 

A majority of the members of the Coordinator’s staff had 
quit work June 22. Some of them, however, were still at work, 
said Mr. Eastman. He said a number of the former employes 
were willing to work for nothing to complete the work they 
were doing. 

Mr. Eastman said he believed the things he had recom- 
mended for the railroads were sound and that, if the railroads 
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were to be placed in a sound, prosperous condition, ‘hey would 
have to eliminate waste. 

Mr. Eastman said his order in the Dixie passenger fare 
case would remain in effect until vacated by the Commission 
or set aside by other lawful authority as provided by the emer- 
gency act. This order prohibited proposed discontinuance of 
through passenger service over the C. & E. I. in connection 
with the L. & N. 

President Roosevelt said at his press conference late June 
23 that he had asked the acting Director of the Budget, D. W. 
Bell, whether money could be made available for Mr. Eastman 
to complete and issue the reports in course of preparation 
when his term expired. He said it depended on what Mr. Bell 
said as to whether the money would be made available. 

In a bulletin to members commenting on the expiration of 
the office of Coordinator, John E. Benton, general solicitor of 
the National Associatin of Railroad and Utilities Commissioners, 
said: 


The future alone will tell to what extent the work of the Coordi- 
nator will operate to affect the methods of the carriers under their 
present control. That he has shown the way to great economies and 
improvements, if the carriers can but bring themselves to cooperate in 
a sympathetic study and application of improvements recommended, tis 
not to be doubted. Unhappily there does not appear to be much promise 
of this outcome at this moment; and the carrying out of many of the 
necessary reforms which have been advocated by the Coordinator seems 
not unlikely to await the day, to which may look forward with fore- 
boding, when the maintenance and operation of the railroad system of 
the country will be assumed as a direct task of government. The ter- 
mination of his office at this time is no doubt a disappointment to Mr. 
Eastman, as it is to those who have followed his work most expectantly. 
Nobody, however, knows better than he does that the research and 
work of himself and his associates, reflected in his able reports and 
recommendations, will show results hereafter, either in the manage- 
ment or operation of the railroads under their present control, or in 
the action of government through its regulatory agencies or in direct 
operation. Mr. Eastman has done a good job as Coordinator. He has 
done much to secure legislation to coordinate regulation of transpor- 
tation. More than any other man, he was responsible for the enact- 
ment of the motor carrier act, in the administration of which, as chair- 
man of division 5, he will now have a large voice. In a remarkable se- 
ries of public addresses, he has done much to inform and direct public 
opinion on transportation matters. When he became Coordinator, he 
was known, by those closely in touch with the Interstate Commerce 
Commission, as an able commissioner. During his term he has become 
a national figure; and there is no man active in the field of transporta- 
tion today whose opinion on transportation matters will, in the years 
directly ahead of us, have more weight with Congress and with the 
public than his. For the country and for himself his work as Coordi- 
nator will be found to have been well worth while. 


INVESTIGATION OF RAILROADS 


The Traffic World Washington Bureau 


After a series of conferences between Chairman Wheeler, 
of the Senate interstate commerce committee, and committee 
employes engaged in the committee’s investigation of railroads, 
on the one hand, and representatives of the Van Sweringen 
group of railroads, on the other, including O. P. Van Sweringen, 
the chairman announced at noon June 23 that the hearing in 
the investigation called originally for June 22 in all probability 
would not be held. 

The hearing was suddenly called, Chairman Wheeler said, 
because the committee’s investigators reported they were being 
hampered in their inVestigation of Van Sweringen companies 
and had been unnecessarily delayed in their research of the 
affairs of those companies. Counsel for the companies, said 
the chairman, said it was believed the matter could be straight- 
ened out in conference and the hearing was temporarily called 
off June 22. Late that day, however, after conferences, Chair- 
man Wheeler said Mr. Van Sweringen had declined to sign an 
agreement providing for procedure to be followed by the com- 
mittee’s investigators in going over the files of the Van Swer- 
ingen companies and that the hearing would be held the next 

ay. 

Instead of a hearing, however, another conference was held 
with the result that Chairman Wheeler said the representatives 
of the Van Sweringen group had submitted a proposal on pro- 
cedure which they said would prevent in the future what had 
occurred in the past with respect to delays in the furnishing of 
information to the investigators. The proposal was in writing, 
said Mr. Wheeler, and only Mr. Van Sweringen’s O. K. was 
necessary to close the matter. 

If the proposal did not work out satisfactorily or if other 
carriers or organizations under investigation by the committee 
did not furnish information requested, Chairman Wheeler said 
meetings of the committee would be called, subpoenas would be 
issued and if necessary the matters would be turned over to 
United States district attorneys for such action as necessary. 

In connection with the power of the committee to proceed 
as indicated, Max Lowenthal, special committee counsel, 
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directed attention to passage by Congress of H. R. 8875 which 
provides that whenever a witness summoned to appear before a 
congressional committee fails to respond or to produce data 
called for or refuses to answer any questions relating to the 
matter under inquiry, a statement of the facts is to be reported 
and filed with the President of the Senate or the Speaker of 
the House. Such statement is to be certified by them to a United 
States district attorney for grand jury action. 

No details were revealed by Chairman Wheeler as to the 
nature of the information involved in the conferences. The 
chairman indicated that it was largely a matter of delay on 
the part of the officers of the Van Sweringen companies in 
furnishing information. 

The Van Sweringen group was represented as having taken 
the position that it was willing to cooperate with the committee 
investigators. Mr. Van Sweringen, said the senator, declined to 
sign a statement outlining procedure to be followed, however. 
At his conference with the press June 23 following the confer- 
ance with the Van Sweringen group, Chairman Wheeler said 
the real put forward by counsel for the group would be 
signed. 

The committee has under investigation a list of twenty- 
five railroads named by Mr. Eastman. Chairman Wheeler 
said no trouble had been encountered thus far with other 
carriers by the committee investigators. 

The hearing was definitely called off by Chairman Wheeler 
after he had received word from Mr. Van Sweringen. It was 
understood that the latter wrote a letter to the chairman stat- 
ing his understanding as to what the committee’s investigators 
was to have. The position of Mr. Van Sweringen, it was under- 
stood, had been and was now that the committee investigators 
should have all the information they were entitled to have under 
the terms of the Senate resolution providing for the investiga- 
tion. The investigators have been at work on the Van Swer- 
ingen group of roads for some time. 


LIMITATION OF TRAIN LENGTH 


Limitation of the length of freight trains to 70 cars and of 
passenger trains to 16 cars on railroads with 100 miles of track 
in Louisiana is provided for in a measure (Senate Bill No. 72), 
which has been approved by both branches of the state legisla- 
ture and now awaits the governor’s signature. The vote in 
the lower branch, the last to act, was 72 to 11. The bill was 
subjected to vigorous attack by the New Orleans Board of 
Trade, which asserted it would place a burden on carriers 
operating in the state and serve to injure New Orleans. Labor 
groups advocating the bill maintained that a train of over one- 
half mile long (70 cars) was unwieldly. The labor group 
stated the measure would result in 300 men being put to work. 


FOURTH SECTION AMENDMENT 


Representative Dirksen, of Illinois, introduced by request 
H. R. 13014, a bill amending section 4 of the interstate com- 
merce act by adding at the end thereof the following: 


**(3) No carrier by railroad shall be permitted to reduce the rates 
on the carriage of any species of freight to or from competitive points 
on account of water competition unless such competition (a) is actual 
competition with such carrier from the point or points of origin of 
such freight to the destination, and from a point or points in actual 
physical competition with the point or points of origin from whence 
rates are sought to be reduced, and (b) is competition with the rail- 
road carrier and not with a community, business, industry, or shipper.” 

Sec. 2. Rates or charges existing at the time of enactment of this 
act by virtue of orders of the Commission, or as to which application 
has theretofore been filed with the Commission and not yet acted upon, 
shall not be required to be changed by reason of the provisions of 


this act until the further order of or a determination by the Com- 
mission. ’ 


ALASKA RAILROAD PENSION BILL 


The House passed S. 2293, providing for pensions for re- 
tired employes of the government Alaska Railroad. The meas- 
ure was sent to the President. 


SAFETY IN THE AIR 


Aids to air navigation furnished by the air bureau of the 
Department of Commerce “failed” the pilot of the plane which 
crashed at Atlanta, Mo., May 6, 1935, causing the death of 
Senator Cutting, of New Mexico, and others, according to the 
preliminary report of the Senate commerce committee on air 
safety submitted to the Senate. 

The committee found that the Bureau of Air Commerce was 
in need of thorough overhauling and recommended that the 
Secretary of Commerce proceed to that task. It said the bureau 
was not carrying out efficiently its functions, but that this was 
due largely to organization. Referring to Eugene L. Vidal, 
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director of air commerce; J. Carroll Cone and Rex Martin, 
assistant directors, the committee said: 


We fear that the secretary of commerce undertook the impos- 
sible when he sought to have successful operation of the bureau 
by placing three men with coordinate powers in charge of the 
bureau. Certainly there has been grievous lack of cooperation, and 
in our opinion there are defects so fundamental that they must be 


remedied before there can be proper administration of this important 
bureau. 


We question the professional equipment and preparation of Mr. 
Rex Martin. A man of much larger experience is needed for this 
position. He must be chosen, not with reference to his political 
affiliations but strictly because of his professional ability, his known 
success as an administrator, his possession of tact and qualities of 
leadership. These qualities are not combined in Mr. Martin. We 
can say this without any reflection upon his character, his zeal, or 
his desire to do a good job. We have no doubt that he is far more 
capable than are the members of this committee. But for a place of 
great responsibility such as he is filling a larger man is needed. 

Concerning Colonel Cone, we have no recommendation to make. 
He came through the ordeal without criticism. 

When we approach the question of what to recommend regard- 
ing Mr. Vidal, nominally in charge of the bureau of air commerce, 
we are at a loss. He is an amiable gentieman. He has a good back- 
ground. Our fear is that he is too amiable, that he is lacking in 
iron, positiveness, and the determination to keep the employes under 
his direction functioning according to schedule. 

It is unpleasant for us to be required to reflect in any manner 
whatever upon individuals. We wish we could be spared this necessity, 
but we strongly recommend to the secretary of commerce that he 
thoroughly overhaul the bureau of air commerce with a view to im- 
proving its administrative officials. Some one person must be given 
the responsibility in the way of oversight of this department, its 
personnel and many activities. It may be difficult to find exactly 
the right individual for the position; but until there is greater firm- 
ness, greater experience with men, larger knowledge of the problems 
involved, there can be no hope of improvement in the bureau of air 
commerce. 

We shall present our complete report early next year. 


PROGRESS IN AERONAUTICS 


Statistics revealing ‘‘a decade of progress in civil aero- 
nautics” are referred to by the Bureau of Air Commerce of 
the Department of Commerce in a review of aviation develop- 
ments in the last ten years. 

“The last ten years of civil aeronautics in the United States 
have seen the industry’s total number of firms more than 
doubled,” says the bureau. “Airplanes in operation have 
trebled in number, miles flown by miscellaneous commercial 
and private flyers have increased 4 times, annual air-mail 
poundage is 17 times as great, the total number of passengers 
carried per year by the scheduled air lines is 149 times the total 
for 1926. 

“A statistical account of progress for the decade ended 

December 31, 1935, begins on the next page. Starting with 
1926, the year in which the air commerce act became law, 
when 5-year building programs for the army and navy were 
inaugurated and comprehensive development efforts were un- 
dertaken in various phases of the aeronautics industry, the 
tabulation covers statistics for each successive year on scheduled 
air-transport operations, miscellaneous flying operations, air- 
ports and landing fields, air navigation aids on the federal 
airways system, licenses and approvals, production and export 
of aircraft. 
4 “The air-line passenger total in 1926 was 5,782—in 1935 it 
was 860,761. A serious bid for passenger patronage which 
began in 1928 and 1929 is reflected in the jump to 173,405 pas- 
sengers in 1929 and another increase to 417,505 in 1930. There- 
after the total remained fairly constant, in the neighborhood 
of a half million, until 1935. 

“For the actual amount of flying done with passengers by 
the airlines, a more accurate index is the yearly passenger-mile 
total (a passenger-mile means one passenger flown 1 mile), re- 
ported by the Bureau of Air Commerce since 1930. In that 
year the lines flew 103,747,249 passenger-miles. During the 4- 
year period when the total of passengers carried annually 
showed very little variation, the passenger-mile total mounted 
steadily to a high of 360,559,431 in 1935, indicating an increase 
in length of individual air trips. The divergence in trends also 
may be traced partially to an effect of air line consolidations. 
A long journey which in former years would have taken the 
passenger over the routes of two or more companies, adding 
to the passenger total of each one, might be possible today 
without changing lines. This would make a difference in the 
passenger total but not in the passenger-mile total. 

“Air mail and air express carried by the scheduled opera- 
tors also have increased enormously since 1926. Air-mail 
—— in 1926 was 810,855 pounds; in 1935 it was 13,779,608 
pounds. 

“Air express, starting with 3,555 pounds in 1926, increased 
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in every successive year during the entire 10-year period and 
amounted to 5,511,737 pounds in 1935. 

“Miscellaneous operators flew 18,746,640 miles, carrying 
771,010 passengers in 1926. In 1935 the totals were 84,755,630 
miles flown and 1,287,375 passengers carried. Totals for opera- 
tions in this category reached peaks about 1929, fell off sharply 
thereafter, and then began to climb upward in 1933 and 1934, 
following the trends evident in many other industries during 
the depression.” 


FOREIGN AIR SERVICES 


Approximately 261,700 miles of scheduled air services are 
operated throughout the world, other than the United States 
and the Territory of Hawaii, by 104 foreign and 3 American 
companies, according to a compilation in Aeronautical World 
News, a bulletin published by the automotive-aeronautics trade 
division, Department of Commerce. 

These air services are operated under the flags of 47 coun- 
tries and colonies, according to the division which adds: 


France is the first-ranking of these countries in terms of miles of 
scheduled air services operated, the compilation recording that com- 
panies operating under the flag of France maintain a total of 29,821 
miles of scheduled air services with an additional 2,596 miles being 
operated in cooperation with a company of another nationality. 

The Union of Soviet Socialist Republics is shown as the second- 
ranking country in terms of miles of scheduled air services operated, 
that country being credited with 27,359 miles operated under its own 
flag with an additional 3,094 miles flown in cooperation with a company 
registered in some other country. 

Great Britain, the compilation shows, operates 22,690 miles of 
scheduled air services under the Union Jack with an added 345 miles 
being operated in conjunction with a company not of British na- 
tionality. 

Australia operates 15,287 miles of scheduled air services under the 
flag of the Commonwealth and is followed in order of importance of 
miles operated under the national flag by Germany with 15,205 miles; 
Brazil, 14,821; Netherlands, 9,626; Italy, 9,082; Belgium, 8,871; China, 
7,229; Canada, 5,688; Columbia, 4,179. 

Bolivia, 3,349; Spain, 3,300; Mexico, 3,280; Peru, 3,047; Japan, 
2,916; Netherland India, 2,821; Union of South Africa, 2,760; Czecho- 
slovakia, 2,564; Poland, 2,419; India, 2,345; and Honduras, 2,040. - 

Many of the last-named countries operate additional miles of 
scheduled air services in cooperation with companies registered else- 
where, it was stated. 

The remaining countries included in the compilation operate sched- 
uled air services of less than 2,000 miles under their respective flags. 

Of the countries included in the compilation Finland operates the 
least mileage under the national flag, being credited with only 56 miles 
of scheduled air services. 

Aeronautical World News is issued three times each month and is 
designed to keep American manufacturers of aeronautical equipment 
informed concerning developments in foreign countries which influence 
the sale of American products, 


T. W. A. TRIES EXCLUSIVE EXPRESS PLANES 

Transcontinental and Western Air, Inc., has been experi- 
menting with a converted fourteen passenger plane in an effort 
to develop a plane for express service exclusively. The possi- 
bility of using high-speed single-engined equipment in such 
service is also being studied, according to Jack Frye, president 
of the company. The growth of traffic handled by General Air 
Express, T. W. A. independent system, apparently makes pos- 
sible the use of equipment without the latest passenger comfort 
features but still far from obsolete, Mr. Frye said. According 
to M. V. Little, express traffic manager, T. W. A., more than 
500 new shippers monthly are using General Air Express serv- 
ice. In April of this year the number of shipments was 51 
per cent over the same month in 1935. Pounds carried rose in 
April, 1936, over April, 1935, from 19,155 to 26,783, or 40 per 
cent, Mr. Little said. 


AIR EXPRESS TRAFFIC INCREASES 


Air express traffic in April, 1936, was 87 per cent higher 
than in the same month in 1935, according to figures issued by 
the Railway Express Agency, Inc. The average weight of pack- 
age was 7.62 pounds and the-average length of haul 838 miles. 
For the ninety days ending April 30, the first three months of 
operation of the expanded and coordinated air-railway express 
service, the traffic was 76 per cent over the same period last 
year. Types of merchandise on which especially heavy move- 
ment were noted included printed matter, advertising electro- 
types, motion picture film, radio parts, radio transcription 
records, clothing, jewelry, furs, manuscripts and drawings, sheet 
music, automobile accessories and parts, and cut flowers. 


TRUCKS WANT RATES REGULATED 
The Texas State Railroad Commission has under considera- 
tion the application of the Oil Field Carriers’ Association that 
the Commission assume jurisdiction over the rates of its oil 
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trucks. It is stated by R. G. Hyett, of Houston, secretary of 
the association, that, since it received its charter in April, 
1936, the Oil Field Carriers’ Association, Inc., has grown to 
where its members operate more than 450 trucks. It has 
also worked directly in line with the new rulings of the Inter- 
state Commerce Commission under the motor carrier act of 
1935 and has made a remarkable record in safety on the 
highways, Hyett says. 

C. E. Musslewhite of Houston, president of the association, 
in explaining the application, said: 

One of the outstanding reasons for adoption of a reasonable mini- 
mum rate is to provide the means for a greater use of safe equipment, 
thereby offering the maximum of safety in driving on the highways. 
Investigation conducted by this association shows conclusively an un- 
derpaid or overworked employee usually attempts to complete a haul 
in less than the number of hours it is reasonably safe to drive, or drives 
a greater number of hours than a driver should be on duty. 


TRUCK RATE DEVELOPMENTS 


Three weeks of meetings and conferences at Chicago, 
first among representatives of truck rate bureaus and inde- 
pendent operators in Central Freight Association territory, 
and then of committees appointed to work out plans for cen- 
tralization of bureau activities, on the one hand, and a basis 
of rates of some uniformity, on the other, seemed to be draw- 
ing to a close, June 25. It was expected that, before another 
week had gone by, the location and personnel of a centralized 
tariff publication bureau for the entire territory would be an- 
nounced. The task of the rate and classification coordination 
committee, which was faced with the job of ironing out the 
differences among numerous operators and groups of operators, 
seemed likely to require more time. 

Because of the delicacy of their task—in which, it was said, 
the chief factor was diplomacy—the meetings of the rates and 
classification committee were not only held behind closed 
doors, but there seemed to be an agreement among the mem- 
bers of the committee and others in attendance not to discuss 
matters on the outside. Hence, an estimate of the progress of 
the work was more difficult than an estimate of that accom- 
plished by the committee on bureau unification. The meetings 
of the latter were also closed, but it was announced June 23, 
that the decision had been made to unify the publication 
operations of all of the bureaus in the territory. A decision 
as to the location and personnel of that bureau would be made 
next week, it was said, the committee having been called to 
reconvene June 29. 

The general impression among those observing the work- 
ings of the committees was that, while, at the moment, mat- 
ters seemed to be in a rather chaotic state, the pieces would 
soon fall together into a plan of organization and rates some- 
thing like that desired by leaders in the trucking field. 

The interest of those leaders in what was going on in Chi- 
cago was reflected in the names of some of those who attended 
in order actively to participate in the proceedings or merely to 
give advice and counsel. Foremost among these were Ted V. 
Rodgers, president of the American Trucking Associations, Inc., 
who was in and out of the city several times in the three weeks, 
and John L. Rogers, director of the Commission’s motor carrier 
bureau, who attended one of the sessions of the rates and classi- 
fications committee. Edward Buhner, Silver Fleet System, 
Louisville, Ky., is general chairman of the conference. 

The A. T. A. appeinted two committees to cooperate in the 
work. The first, which is to help in the solution of the bureau 
unification problem, consists of Mr. Rodgers, R. J. McBride, 
Illinois; H. C. Moag, Ohio; A. R. Kultau, Pennsylvania; Earl 
N. Cannon, Wisconsin; M. J. Parlin, Kentucky; E. J. Buhner, 
Indiana; A. L. Lawson, Missouri, and B. F. Deyman, Michigan. 
The second, which is to work especially on changes in the A. T. 
A. classification for application in the territory, consists of 
Mr. Cannon, Mr. Parlin, Merle S. Denny, Indiana; Glenn Ward, 
Ohio; J. B. Godfrey, Jr., Michigan; C. R. Good, Missouri; A. 
E. Sicilia, Illinois; John Wollett, Pennsylvania, and Chester 
G. Moore, managing director, Central Motor Freight Associa- 
tion, Chicago. 

Apparently, the officers of the A. T. A. and others interested 
in the truck rate problem nationally were anxious to see the 
plans of the Central Motor Freight Territory truckers work out. 
In the background lies the hope that, should unified tariff pub- 
lication and cooperative rate-making become an accomplished 
fact in that territory, the advantages would be so apparent 
to operators and bureaus in other territories that the idea would 
spread. The hope was freely expressed that, eventually, truck 
rates would, for the most part, emanate from no more than 
five major rate publishing bureaus. 

Though the plan adopted by the C. F. A. bureau coordina- 
tion committee contemplated the establishment of a central 
bureau for the publication of all tariffs for the territory, it 
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was made plain that this did not mean the abolition of the bu- 
reaus now existing. The function of the unified bureau, it was 
said, was to be publication only, the existing bureaus, some 
six in number, to continue the compilation and checking in 
of rates for their respective operator members. The principal 
advantage to be derived from the unified publisher, in addi- 
tion to manifest economies in the mechanics of printing and 
distribution of tariffs, it was pointed out, would come from 
the fact that checking at such a centralized office would elimi- 
nate duplication of rates and obviate the present practice by 
which, under agreement, all of the agencies in the territory 
must furnish to all other agencies schedules of proposed rates 
before they are published. 

Meanwhile, the Central Motor Freight Tariff Bureau was 
experimenting with a new rate committee set up to consider 
rate changes. The committee, headed by Harry M. Slater, 
agent of the bureau, and consisting of 21 members, planned 
to hold meetings regularly to consider applications for rate 
changes and complaints against existing rates. According to 
Mr. Slater, it was planned to carry on the work slowly and 
experimentally, pending the outcome of the conference plans. 
At the moment, he said, matters handled by the committee 
were practically 100 per cent of operator origin, but it was 
planned also to receive and consider applications from shippers. 
In the latter cases, where shippers desired to make oral pres- 
entations or to submit testimony, hearings would be arranged. 
For the present, however, he said, no public dockets would be 
issued. The committee held an organization meeting in Chicago 
June 24. 


PENNSYLVANIA TRUCK SERVICE 


Approval of the Pennsylvania Railroad Company’s pro- 
posed coordinated rail and truck service in Ohio has been recom- 
mended to the Commission by J. Edward Davey, chief of the 
section of finance of the Bureau of Motor Carriers, in docket 
No. BMC-F 3, Pennsylvania Transfer Co. of Pittsburgh, acqui- 
sition of contro] of the Barker Motor Freight, Inc., and Docket 
No. BMC-F 13, the Barker Motor Freight, Inc., purchase of 
property and certificates of D. P. and Floyd Barker, doing 
business as Barker Motor Freight Lines. 

As in all other proposed motor vehicle reports, Mr. Davey 
has recommended an appropriate order. The fly leaf of the 
proposed report also bears the usual notice to parties advis- 
ing them that exceptions, if any, must be filed with the Com- 
mission and served on all other parties in interest, within 20 
days from date of service. Otherwise at the expiration of that 
20 day period, the notice said, the attached order will become 
the order of the Commission and will become effective unless 
exceptions have been seasonably filed by other parties, or the 
order has been stayed or postponed by the Commission. 

The report says the Commission should find (1) that the 
purchase by the Barker Motor Freight, Inc., of the property 
and certificates of Barker Motor Freight Lines, on the terms 
and conditions set forth in the application, will be consistent 
with the public interest; (2) that the acquisition by Pennsyl- 
vania Truck Lines, Inc., a corporation controlled by the Penn- 
sylvania Railroad Co., of control of the Barker Motor Freight, 
Inc., by purchase of its entire capital stock on the terms and 
conditions set forth in the application, will promote the public 
interest by enabling the Pennsylvania to use service by motor 
vehicle to public advantage and will not unduly restrain com- 
petition; and (3) that the conditions of section 213 of the motor 
carrier act, 1935, have been fulfilled by the applicants. 

According to the report the primary purpose of the pro- 
posed acquisition of control is to enable the Pennsylvania Truck 
Lines, Inc., to establish a coordinated truck-rail service in Ohio 
similar to that now furnished by it in the territory east thereof. 
In line with this program, says the report, it is the intention 
of the truck line company to establish zone or concentration 
stations to which less than carload freight will be handled from 
points contiguous thereto by truck and assembled in full car- 
load lots and thence forwarded by rail to other such stations 
for distribution by truck to the consignees. In addition, the 
truck line company proposes to continue the present over-the- 
highway operations of Barker Motor Freight Lines, a partner- 
ship that has been converted into a corporation known as the 
Barker Motor Freight, Inc., but with improved service and 
greater frequency and regularity of schedules. 

Intricate partnership and corporation operations were 
necessary to reduce the whole case in substance to an appli- 
cation by a truck line subsidiary of the Pennsylvania railroad, 
which the report recommends be approved. The Barker Motor 
Freight, Inc., sought authority to buy the property and cer- 
tificates of Barker Motor Freight Lines. The Pennsylvania 
Transfer Co. of Pittsburgh sought authority to acquire control 
of the Barker Motor Freight, a new company, by purchase of 
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its stock. After the proceeding was begun the corporate name 
of the transfer company was changed to Pennsylvania’ Truck 
Lines, Inc. 

D. P. Barker and Floyd Barker, as a partnership, estab- 
lished the Barker service in 1922, which has been sold to the 
subsidiary of the Pennsylvania railroad. The Barker brothers 
sold the property on account of the inability of the partner- 
ship to finance operations sufficient to meet the demands on 
the business created by the partnership. The Pennsylvania 
Truck Lines were to pay $25,000 for the stock of the Barker 
company. 

Opposition to the plan was offered by the Motor Truck 
Association of Ohio, and Crawley Transportation Co. operating 
daily motor carrier service between Pittsburg, Pa., and West 
Virginia cities. The Ohio association argued that acquisitions 
of this type would eliminate, in time, the competition between 
motor trucks and rail carriers; would increase the dominance 
of the latter industry over the former; would, in this instance, 
permit the railroad to reach non-competitive points served .by 
other railroads; and would create, eventually, a disturbing 
competitive condition throughout the country. These even- 
tualities, however, said the report, were in no way shown to 
be imminent. 


IMPROVEMENT OF HIGHWAYS 


Highway planning surveys are now in progress or soon will 
begin in 36 states, according to the Bureau of Public Roads 
of the U. S. Department of Agriculture. 

“The surveys are being conducted by the state highway 
departments with the cooperation of the bureau,” it says. ‘““‘They 
will supply information to put future highway improvement 
on a sound, business-like basis. 


“In the past attention has been centered on improving the 
main through highways. In the future more attention must be 
given, highway officials say, to improving secondary and feeder 
roads and to improving conditions where the main highways 
pour their traffic into cities. At the same time the main high- 
ways must be maintained and further improved to meet needs 
that already exist, particularly as regards safety. 


“Federal highway officials who are coordinating the various 
state surveys think that a selection should be made of those 
roads that because of their importance merit early considera- 
tion in an improvement program. Future programs can be 
planned intelligently only with information as to which roads 
should be improved first. To determine this, highway officials 
need definite facts as to traffic counts, construction costs, main- 
tenance costs, how much taxes that can be fairly imposed for 
highway use, and where the taxes should be imposed from the 
viewpoint of highway usage. 

“Information along these lines is being collected in each of 
the state surveys. Each survey has three branches—a highway 
condition survey, a highway traffic survey, and a _ highway 
finance survey. 


“Highway transportation is now one of the major indus- 
tries of the country. Its future development should proceed to 
a plan covering a period of years, and based on economic and 
social needs. Survey work is under way in: Washington, 
Oregon, Nevada, Idaho, Utah, Arizona, Montana, Wyoming, 
Colorado, New Mexico, Nebraska, Kansas, Oklahoma, Minne- 
ssota, Iowa, Missouri, Arkansas, Louisiana, Wisconsin, Illinois, 
Michigan, Indiana, Ohio, Pennsylvania, Florida, North Dakota, 
and Virginia. 

“Surveys will begin soon in: California, South Dakota, 
Texas, Alabama, West Virginia, and Tennessee. 


“The following additional states have indicated a desire 
to conduct surveys: Kentucky, North Carolina, and South 
Carolina.” 


AUTOMOBILE TRAFFIC CONFERENCE 


Traffic representatives of thirteen automobile manufac- 
turers attended a traffic conference of members of the Auto- 
mobile Manufacturers’ Association at Detroit, June 18. J. S. 
Marvin, general traffic manager of the association, and K. A. 
Moore, assistant traffic manager, were also present. Mr. Mar- 
vin presided. He discussed the recent decision of the United 
States district court at Pittsburgh granting an injunction re- 
straining the Commission from enforcing its order in the 
terminal allowance case, Ex Parte 104, part 2, and said that, 
if that finding was sustained by the Supreme Court, “the 
placement of cars for loading and unloading at private indus- 
tries and automobile plants will continue as part of transpor- 
tation under the line haul freight rate instead of being subjected 
to extra charges for placement within the interchange tracks.” 
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PICK-UP AND DELIVERY 


The Traffic World New York Bureau 


Shippers had an opportunity to present their testimony as 
the Commission opened adjourned hearings in New York June 
25 in its investigation of store door collection and delivery 
service by the railroads, I. & S. 4191 and 27425, before Examin- 
ers Archer and Hosmer. 

Most of the shippers who testified at the first day’s sessions 
favored establishment of free collection and delivery service 
and the majority went on record as favoring the proposed allow- 
ance to shippers who perform the service themselves. 

The first witness was H. E. Whipple, treasurer and traffic 
manager of the New York Dock Railway. He testified that the 
railway favored ending the suspension on the tariff filed by the 
eastern carriers May 25, which included the railway’s terminal 
stations, but opposed establishment of the tariff filed April 1, in 
which the railway’s stations were not included. He said he 
believed shippers were entitled to an allowance if they per- 
formed the service themselves. The shipping public of Brook- 
lyn would be adversely affected if his company’s stations were 
not included, he asserted, and added that the cost of the service 
through these stations in Brooklyn was less than the average 
cost for serving trunk line stations in Manhattan. As to amount 
of the allowance to be given, he said, that inasmuch as rates 
quoted by various truckmen in Brooklyn for performing such 
service were from 10 to 15 cents a hundred pounds, an allow- 
ance of over 5 cents a hundred pounds would be justified. 

On cross-examination by Parker McCollester, counsel for 
the Merchant Truckmen’s Association of New York, Mr. Whipple 
admitted that if, as a measure of economy to offset the extra 
cost of store door service, the Pennsylvania were to make its 
store door deliveries by truck from its New Jersey railhead 
instead of floating such shipments to Brooklyn, it would meas- 
urably increase congestion on the Brooklyn bridges at the hours 
of peak traffic. The New York Dock Railway, he said, was 
fearful of the result if the Pennsylvania were to truck its ship- 
ments from New Jersey, as this would divert business away 
from Brooklyn terminals. . 

Charles R. Seal, director of traffic of the Baltimore Associa- 
tion of Commerce, said his organization supported the sus- 
pended tariff, that Baltimore shippers generally were in favor 
of the proposed service with allowances and that the proposal 
in its entirety would be a convenience to shippers. It would 
place railroad transportation on the same basis as other forms 
of transportation in regard to service offered, he added. Rea- 
sonable allowances to shippers would not be inherently unlaw- 
ful, he said, pointing out that there were many provisions for 
allowances in railroad tariffs on file today, such as allowances 
to shippers doing their own spotting of cars on sidings and that 
the railroads in the South and West had already been per- 
mitted to give allowances on store door service. 


Cross examined by counsel for trucking interests, Mr. Seal 
said he thought that truck transportation could be obtained 
under certain conditions for 5 cents on _ less-than-carload 


freight. He said his association had authorized him to appear - 


in support of the suspended tariffs as a result of a letter sent 
out to the membership of approximately 1,500 asking their 
views. He had no figures on the number of replies received to 
the letter but thought the percentage of those replying would 
run to at least 5 per cent, most of them favorable to the estab- 
lishment of the service. Questioned by counsel for the Inter- 
state Motor Tariff Bureau, he said that membership of truck 
operators in the Baltimore association probably exceeded that 
of the railroads. Most of the replies favored allowances to 
shippers. He could not answer questions on the reasons stated 
by the members of the association, but he said that the railroads 
could not always provide collection and delivery service to ship- 
pers at the time it was needed and therefore shippers should 
have the opportunity to provide the service for themselves at 
lower rail rates. 

H. J. Wagner, director of the Norfolk-Portsmouth Port 
Traffic Commission, representing the City of Norfolk, testified 
briefly in support of the suspended tariffs. 

Harry Van Antwerp, representing the Behr-Manning Cor- 
poration of Troy, N. Y., and the John A. Manning Paper Com- 
pany, supported the establishment of the service with allow- 
ances. He was asked regarding the similarity of the service 
performed by the Railway Express Agency, for which no allow- 
ances are given shippers, and said that there was really no 
comparison between the two kinds of service, as that performed 
by Railway Express was highly specialized and that Railway 
Express can furnish service at any time of day when it is 
needed. 

J. M. Davison, traffic manager of the American Pulley 
Company, Philadelphia, appeared in behalf of that company 
and the Bond Foundry and Machine Company, Manheim, Pa.; 
Dodge Manufacturing Corporation, Mishawaka, Ind., and T. B. 
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Wood's Sons Company, Chambersburg, Pa., manufacturers of 
power transmission machinery, whose outbound shipments, he 
said, were 90 per cent less-carload. 

These companies, Mr. Davison asserted, desired the free 
pick-up and delivery service provided for in the tariffs filed 
with the Commission by the railroads operating in Official 
Classification Territory to become effective April 1, 1936. 

“Those of us that are located on the Pennsylvania and 
other railroads that already have a limited free pick-up and 
delivey service are using that service now and desire that the 
service be extended without limitation as to distance, not only 
on the railroads that now have it but on all railroads,” he said. 
“Since we must, under any circumstances, haul a great many 
shipments to and from freight stations, we desire the allow- 
ance of five cents per one hundred pounds on shipments we 
elect to haul with. our own vehicles. Such universal pick-up 
and delivery service will be of great advantage to us and will 
effect a saving of time in transit on both inbound and out- 
bound shipments. The railroads are willing to perform this 
service, or in lieu thereof make an allowance of five cents per 
100 pounds to shippers or consignees performing such service 
with their own vehicles and we believe it is in the public inter- 
est to do so. 

“Trucks will handle only high-grade goods (the cream of 
the traffic) between selected points. We must have the railroad 
service with universality and dependability under all conditions 
if the life-blood of employment and exchange of commodities 
and services is to be kept flowing through the arteries of our 
economic life. Truck service is indispensable on account of its 
flexibility which enables it to serve quickly in emergency. It is 
greatly to our benefit to have those two transportation agencies 
competing for our business. If the Commission treats them 
both alike shippers and receivers of freight will get not only 
better service but the level of freight rates will be revised to 
a basis more reasonable and less burdensome to those who 
must pay them.” 

On cross examination, Mr. Davison admitted that his com- 
pany had diverted little of its freight to the Pennsylvania 
Railroad as a result of the carrier’s establishment of free store 
door service and that no traffic had been diverted away from 
trucks as a result of the rail service. Asked what he meant by 
the “cream of the traffic” he said he meant mainly package 
freight and cited an instance where a truck line had refused to 
handle a shipment of steel stampings for his company. He 
could not say what proportion of the shipments moved via the 
Pennsylvania but he asserted that about 70 per cent moved 
by rail and 30 per cent by truck. 

J. P. Burke, representing the Consolidated Gas, Electric 
Light and Power Company of Baltimore, testified briefly in 
favor of the proposed service. Lee Layton, of Layton and Com- 
pany, Dover, Del., distributors of merchandise, said his com- 
pany’s future was wrapped up in the eastern shore of Chesa- 
peake Bay and that establishment of the collection and delivery 
service would enable them to give better service at a saving 
if the allowance were included. He admitted that only the 
Pennsylvania served the territory and that his company gave 
as much business to the railroads as possible and said it would 
use its own trucks if the service were established. He further 
admitted under cross examination that granting of the allow- 
ance would be merely a saving in cost to his company but said 
that this would be passed on to the consumer because of com- 
petition by similar lines of business. 


Others who favored the service were J. E. Wiley of the 
J. E. Wiley Manufacturing Company, Philadelphia, who said 
the railroads would get more business on a parity of rates 
with the truck lines; Fred A. Bell, representing the Altoona, 
Pa., Chamber of Commerce, who said the chamber favored the 
proposed service but did not care about the proposed allow- 
ance, and S. H. Williams of the traffic department of the Phila- 
delphia Chamber of Commerce. 

G. O. Griffith, general traffic manager of Sterling Products, 
Inc., representing a long list of manufacturers of chemicals, 
drugs, pharmaceuticals and medical preparations, read a state- 
ment which asserted that these firms neither supported the 
railroads nor opposed the trucking industry but favored com- 
plete service by the railroads to be given without additional cost 
to the shipper. No opinion on the allowance was expressed. He 
said his own company expected to use the service only where 
it fitted their needs and that they might use their own trucks 
for some service. He added that he felt that if the service were 
established the railroads should not be required to “ram it 
down the throats” of the shippers by offering an allowance to 
those who preferred to perform the collection and delivery 
service themselves. 

Washington, D. C.—Continuing the defense of pick-up and 
delivery tariffs suspended in I. and S. 4191, pick-up and delivery 
in official territory, C. J. Schall, auditor of revenues of the 
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Erie submitted two exhibits showing that less-than-carload 
freight decreased from 1929 to 1934 but increased in the latter 
year after pick-up and delivery had been established, the in- 
crease being 70,000 tons in 1934, 103,000 tons in 1935, and that 
in the first three months of 1936 the increase continued in that 
same ratio. 

L. B. Bueford, freight traffic manager of the Erie, supple- 
mented the figures of Mr. Schall by describing the steps that 
had been taken by the Erie looking toward an increase of 
the less-than-carload traffic. Mr. Schall’s figures showed that 
in 1935 it cost the Erie $2.08 a ton to perform pick-up and 
delivery service. The testimony of the two officials treated 
the experiment that had been inaugurated by the Erie and 
other railroads as an unqualified success. 

Shipper testimony in favor of the service was given by 
J. V. McMahon, traffic manager of the Youngstown, O., Cham- 
ber of Commerce; Fred W. Burton, of the Rochester, N. Y., 
Chamber of Commerce, and W. G. Hayden, of Shapiro & Sons, 
Inc., Baltimore, Md., dealers in rags and cotton waste. 

Additional data in behalf of the Pennsylvania were pro- 
vided by Elmer Hart, deputy comptroller, and J. L. Webb, 
superintendent of stations and transfers. According to the 
latter the present limited store-door operation has definitely 
proved to be of public interest and has brought about a mate- 
rial reduction in transit timg from shipper’s door to receiver’s 
door. In addition, he said, the service had substantially low- 
ered loss and damage costs, and suggested the possibility of 
simplification of packing requirements. 

As to the economies and increases in net income possible 
to the railroads as a result of pick-up and delivery, Mr. Webb 
said “from the viewpoint of operation the additional revenue 
the Pennsylvania has received under the pick-up and delivery 
tariff (years 1934-1935), as compared with 1933, amounting to 
$6,028,710, has offset the cost of handling the additional traffic, 
amounting to $1,080,396, and the drayage expense of all pick- 
up and delivery traffic handled amounting to $2,184,107, and 
has left a balance of $2,764,207.” 

The witness said that the Pennsylvania, partly as a result 
of pick-up and delivery service, had increased the average load- 
ing of less-than-carload freight in a box car to 6.06 tons, which 
was almost double the average loading before pick-up and 
delivery. He expressed the belief that the Pennsylvania could 
increase the average loading to 8 tons. He estimated that the 
pick-up and delivery would add 25 per cent more to the present 
volume of less-than-carload freight. He estimated that when 
the 25 per cent increase had been made the railroad would 
have $3,000,000 over the out-of-pocket cost of handling the 
traffic. 

Cross examination of Mr. Webb was continued June 22 
when hearing in the pick-up and delivery tariff matter was 
resumed after the week-end recess. Counsel for truck interests 
asked many questions which were taken to mean that they 
intended, when time for argument came, to insist that arrange- 
ments for pick-up and delivery service by truck, between the 
railroads and the truck men, would have to be under joint rates. 
The questions were also construed to mean that the truckmen 
would insist that railroads, if they objected to joint rates be- 
tween common carrier truckers and themselves, would have to 
obtain certificates of convenience permitting extension of their 
lines by motor vehicle. The cross-examining truck counsel 
insisted that a question of jurisdiction was involved in the 
matter and that they had a right to cross examine on that basis. 

Railroad counsel objected to many questions and Exam- 
iner Archer, in many instances, sustained the objections. Har- 
old S. Shertz, of counsel for truck interests, asked Mr. Webb 
whether the latter had filed, under the motor carrier act, any 
rates for transportation by motor truck moving under Penn- 
sylvania railroad bills of lading. Examiner Archer sustained 
an objection to that question. He also sustained an objection 
to a question as to whether Mr. Webb had filed any tariffs 
showing the division of rates so as to disclose what was paid 
for the transportation by truck and the transportation by rail. 
Examiner Archer said that line haul transportation was not 
involved in this case. Mr. Webb was also cross examined by 
Harry C. Ames and Wilbur LaRoe, Jr. 

Examiner Archer, in the course of Mr. Webb’s cross-exam- 
ination, announced that the Commission had over-ruled, in its 
entirety, the motion filed by counsel for truck men organiza- 
tions. (See Traffic World, June 20, p. 1205.) The truckmen, 
by the motion over-ruled, sought to obtain facts about disagree- 
ment among railroad traffic officials when they had under con- 
sideration questions about the advisability of establishing pick- 
up and delivery and the terms under which such service would 
be offered in the event of its establishment. 

According to James R. Downes, assistant to the president 
of the Pennsylvania, complete door-to-door service, as proposed 
in the pick-up and delivery tariffs, would “decrease the cost of 
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transportation to the public, furnish an improved service, de- 
o— the cost to the carriers and increase the volume of 
traffic.” 

The tendency of industry, with the imposition of high 
transportation rates on the public, growing out of the world 
war, Mr. Downes said, was to decentralize and avoid as far as 
possible the cost of transportation. One of the most important 
effects of pick-up and delivery, so far as the railroads were 
concerned, said Mr. Downes, was to increase the loading of 
cars and thereby to reduce the cost of transportation by the 
ton by spreading the costs over a larger number of tons. What 
the carriers were trying to do, he added, was to build up the 
tonnage in this traffic by developing the volume through the 
improved service of pick-up and delivery. The effect of in- 
creased volume, the witness said, would be not only to increase 
the load carried by a car and consequently the revenue by the 
car, but to decrease the cost by the unit of service. These sav- 
ings, Mr. Downes pointed out, together with the other inherent 
economies in pick-up and delivery service, such as the concen- 
tration of freight station facilities, reduction in station and 
transfer handling in large terminals, reduction in intra-ter- 
minal station-to-station trucking, lower loss and damage costs, 
and the elimination of way stations, would much more than 
offset the drayage expense and other additional costs involved 
in the movement of the pick-up and delivery traffic. 

If the railroads attempted to attract traffic simply by the 
device of reduction in station-to-station rates without pick-up 
and delivery, in the opinion of Mr. Downes such reduction 
would have to go beyond the cost of drayage which the rail- 
road, in these tariffs, proposed to assume. And, he added, the 
service would still be lacking in attractiveness to the shipper 
because of failure of the railroads to offer door-to-door service, 
with the result that the railroads might find themselves in 
the position of handling a lesser amount of traffic at lesser 
charges, producing higher unit costs. 

Plus charges, such as had been charged on longer dis- 
tance traffic, Mr. Downes said, were an annoyance to the public. 
The tariffs now before the Commission, he said, represented 
an effort to take away the annoyances to the shipper and re- 
move the resistance to the flow of traffic. They would enable 
carriers in the east, he said, to do what carriers in the west 
and south were doing. 

Mr. Downes, in answer to a question, said he did not feel 
that the tariffs would be detrimental in any way. The Penn- 
sylvania, for years, he said, had recognized the necessity for 
eventual coordination of the rail and highway services to the 
end that the public would have the best, low cost service, per- 
formed by each agency of transport in the sphere wherein it 
was best fitted to render service. He mentioned the efforts 
in that direction made by the Pennsylvania, such as containers, 
truck bodies on railroad cars and pick-up and delivery service. 

“It is our firm believe,” said Mr. Downes, “that the trucks 
and the rails, and their allied industries, working together, 
can produce better transportation, with lower rates, and with 
improved service to the public, through cooperation and coor- 
dination than by antagonism.” 


The Washington hearing in the pick-up and delivery case 
June 23 was adjourned to New York June 25. The Washing- 
ton hearing was brought to an end by the cross-examination 
of A. R. J. Beatty, assistant commerce agent of the Chesapeake 
and Ohio and the direct examination of J. T. Gallagher, man- 
ager of the station service of the Erie and of D. W. Thomas, gen- 

, eral manager of the Chesapeake Western. That carrier, accord- 
ing to Mr. Thomas’ testimony, established pick-up and delivery 
service in 1831 by arrangement with the Motor Transportation 
Corporation, a motor carrier operating from Richmond, Va., 
to points in the valley of Virginia. Not only did they have 
pick-up and delivery service but the railroad and the motor 
carrier established joint rates by motor and rail to Harrison- 
burg, Va., under the trade name of the Richmond-Harrisonburg 
Freight Line. The business, Mr. Thomas said, was originally 
confined to intrastate operation. Mr. Thomas said that pick-up 
and delivery had been a great success. Mr. Thomas was pre- 
sented as a witness by C. A. Miller of the American Short Line 
Railroad Association. 


The Chesapeake Western pays no allowances. The South- 
ern Railway under the tariff of the southern lines does pay 
allowances to shippers performing self-service. Payment of 
allowances, Mr. Thomas said, did interfere with the obtaining 
of business by the Chesapeake Western. Pick-up and delivery, 
Mr. Thomas said, had enabled a relative small road to hold its 
own. 

Mr. Gallagher said that in 1935 the average cost of pick-up 
and delivery to the Erie was 9.4 cents a 100 pounds at each 
end. But, he said, the Erie under pick-up and delivery ob- 
tained heavy loading by the car and that in 1935 the road used 
2,000 fewer cars for less-than-carload business than in 1934. 
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MOTOR GAS TAXATION 


Gasoline consumption by motor vehicles in 1935 increased 


6.4 per cent over the preceding year and state taxes yielded a 


revenue of $619,000,000 according to statistics collected by the 
Bureau of Public Roads of the U. S. Department of Agricul- 
ture. Every state reported increased consumption, the largest 
increase being 13.4 per cent in New Mexico. Increases of more 
than 10 per cent are reported for Alabama, Arizona, California, 
Georgia, Idaho, New Mexico, North Carolina, Oklahoma, Ore- 
gon, South Carolina, and Utah. 

The average tax rate was 3.8 cents. Gasoline consumed 
on highways amounted to over 16 billion gallons. This figure 


includes some non-highway consumption in 13 states that do . 


not allow refunds of the tax for non-highway use. The tax 
rate was increased by one cent in Connecticut, Delaware, Ne- 
braska, New York and Pennsylvania. 

Details concerning state taxes on gasoline are as follows: 


Tax Rate Approximate 

at End Amount Used Increase in 

of Year Net on Highways, Consumption, States 

Cents Receipts* Gallons Per Cent 

6 $ 10,313,112 172,474,000 11.3 Alabama 
5 3,278,598 67,323,000 11,1 Arizona 
6.5 8,261,907 131,784,000 ae Arkansas 
3 39,983,955 1,340,137,000 11.8 California 
4 6,009,535 152,324,000 6.3 Colorado 
3 5,671,844 263,781,000 6.1 Connecticut 
4 1,481,819 42,948,000 8.7 Delaware 
7 17,896,972 256,609,000 8.9 Florida 
6 15,771,723 264,617,000 10.5 Georgia 
5 3,124,297 63,743,000 11.2 Idaho 
3 30,385,382 1,015,019,000 4.5 Illinois 
4 19,262,319 472,010,000 7.6 Indiana 
3 11,549,118 386,489,000 3.1 Iowa 
3 8,961,190 295,308,000 4.0 Kansas 
5 9,835,918 201,324,000 9.2 Kentucky 
5 9,416,969 186,201,000 4.4 Louisiana 
4 4,572,827 114,532,000 3.3 Maine 
4 8,278,025 204,850,000 4.7 Maryland 
3 17,334,090 584,233,000 3.1 Massachusetts 
3 22,790,561 767,987,000 9.9 Michigan 
3 11,362,258 374,701,000 3.6 Minnesota 
6 7,512,370 123,291,000 9.4 Mississippi 
2 9,845,301 498,350,000 4.1 Missouri 
5 3,844,542 77,393,000 5.6 Montana 
5 9,808,734 219,165,000 2.3 Nebraska 
4 962,040 24,046,000 7.6 Nevada 
4 2,868,166 71,992,000 4.9 New Hampshire 
3 18,205,102 594,432,000 4.7 New Jersey 
5 2,877,605 57,987,000 13.4 New Mexico 
4 56,311,245 1,495,863,000 2.2 New York 
6 19,147,015 305,579,000 11.7 North Carolina 
3 2,323,387 . 78,877,000 4.6 North Dakota 
4 39,169,151 965,240,000 6.0 Ohio 
4 11,877,151 299,593,000 10.8 Oklahoma 
5 7,942,853 160,434,000 10.7 Oregon 
4 40,708,840 1,171,439,000 5.2 Pennsylvania 
2 2,106,204 106,135,000 3.2 Rhode Island 
6 8,584,144 143,014,000 11.2 South Carolina 
4 4,315,419 97,415,000 9.2 South Dakota 
7 14,966,016 216,386,000 7.3 Tennessee 
4 33,606,085 835,942,000 5.7 Texas 
4 2,714,341 69,396,000 10.4 Utah 
4 2,048,645 51,388,000 5.8 Vermont 
5 13,340,505 272,169,000 9.1 Virginia 
5 12,568,379 252,601,000 5.6 Washington 
4 6,102,941 153,105,000 7.5 West Virginia 
4 16,249,747 405,909,000 5.4 Wisconsin 
4 1,931,912 47,445,000 7.6 Wyoming 
2 2,197,209 111,983,000 8.6 Dist. Columbia 
3.8 $619,677,466 16,264,961,000 6.4 Total 





*Includes receipts from dealers licenses, inspection fees and mis- 
cellaneous items. 


tFigures for 1934 and 1935 not comparable because of change in 
policy with regard to refunds. 


JOINT MOTOR BOARDS 


The Commission, by’ division 5, has created motor joint 
board No. 47 for Arizona and California and has approved 
Charles R. Howe, chairman of the Arizona Corporation Com- 
mission to represent Arizona and Warren K. Brown, director 
of transportation of California Railroad Commission to repre- 
sent that state; also joint board No. 48 to represent Arizona 
and Utah. Chairman Howe to represent Arizona and Joseph 
S. Snow a member of the Utah Public Service Commission to 
represent Utah. 

The Commission, by division 5, has increased the number 
of motor joint boards up to fifty by creating joint board No. 
49 for Idaho with Harry Holden, a member of the Idaho Public 
Utilities Commission, as the member, and No. 50 for Colorado 


The Traffic World 





PAGE 1247 





and Wyoming with Chairman Edward E. Wheeler, of the 
Colorado Public Utilities Commission to represent that state 
and Chairman M. J. Foley of the Wyoming Commission to 
represent that state. 

Additional joint motor boards created by the Commission, 
division 5, are No. 51 for Arkansas, Kentucky and Tennessee 
composed of Chairman J. C. Pinnix, of the Arkansas commis- 
sion, for that state; Cliff Claypool, supervisor of motor trans- 
portation for the Kentucky commission, for that state, and 
Commissioner Porter Dunlap, of the Tennessee commission for 
that state; No. 52, for Kansas, with Commissioner Ernest E. 
Blincoe, as the member; No. 53, for Illinois, Indiana and Iowa, 
composed of Commissioner Andrew Olson, for Illinois; Com- 
missioner Moie Cook, for Indiana, and Chairman Mike P. Con- 
way, of the Iowa commission for that state, and No. 54 for 
Illinois and Iowa, composed of Commissioner Andrew Olson, 
~ Illinois, and Chairman Conway, of the Iowa commission, 
or Iowa. 


MEATS RAIL-TRUCK COMPETITION 


The Traffic World Washington Bureau 


A spirited conference took place before the Commission’s 
board of suspension June 22 on the proposal of the railroads to 
make deep cuts to meet motor competition in the rates on 
fresh meats and packing-house products and related commodi- 
ties from Chicago and Chicago rate points to destinations in 
Central Freight Association territory. The conference was held 
on account of the seeming complexity of the situation fore- 
shadowed by the proposed rates by reason of the narrowing of 
the spread in rates between meats and live stock. In a few 
instances if the proposed rates, dated to be effective July 1, are 
permitted to go into effect the rates on live stock will be higher 
than on fresh meats. 

Typical proposals with respect to the rates on fresh meats 
follow: Chicago to Indianapolis, a reduction from 31 to 18 cents; 
Cincinnati, 38 cents to 26 cents; Fort Wayne, 31 to 19 cents; 
Toledo, 38 to 24 cents; Detroit, 38 to 24 cents; Buffalo, 51 to 38 
cents; and Akron, 44 to 27 cents. Typical proposals with respect 
to packing-house products and related articles are reductions 
from 25 to 18 cents to Indianapolis; 30 to 26 cents to Cincinnati; 
23 to 19 cents to Fort Wayne; 28 to 24 to Toledo; 29 to 24 to 
Detroit; 39 to 38 to Buffalo, and 33 to 27 to Akron. 

Appearances for those protesting and asking for the sus- 
pension of the rates were entered by A. J. Baker, Cleveland, 
Union Stock Yards Co. and American Stock Yards Association; 
George P. Boyle, Chicago, central and eastern territory pack- 
ers; Raymond L. Klinck, Buffalo, Klinck & Schaller, Inc.; 
James M. Scully and Charles G. Reddick, Buffalo, Jacob Bold 
Packing Co.; John H. Casey and J. T. Madden, Cudahy, Wis., 
Cudahy Brothers Co.; Fred M. Renshaw, Buffalo, Chamber of 
Commerce; Warren J. Wagner, Washington, D. C.; John Morrell 
& Co., Rath Packing Co. and George A. Hormel & Co.; M. P. 
Faherty, Baltimore Livestock Exchange; J. C. Cash, Baltimore, 
Md.; Arthur L. Winn, Washington, Eastern Meat Packers’ As- 
sociation. 

Interveners in behalf of the proposed adjustment were 
represented as follows: Paul E. Blanchard, and L. A. Newell, 
Chicago, Armour & Co.; G. F. Tally, Chicago, Swift & Co.; B. R. 
Prather, Chicago, Wilson & Co. 

Carriers were represented as follows: M. S. O’Connor, Chi- 
cago, New York Céhtral; B. T. Jones, Chicago, Central Freight 
Association lines; F. W. Nash, Chicago, Pennsylvania railroad; 
S. J. Witt, Cleveland, New York, Chicago & St. Louis; J. C. 
Armes, Detroit, Pere Marquette; and James Cameron, Chicago, 
Grand Trunk system. 

Narrowing of the spread between fresh meats and live 
stock, as proposed by the ratlroads seemed to be the chief 
cause of fear among the protestants. They questioned the 
allegation of representatives of the railroads that fresh meats 
were being hauled from Chicago by truck to points as far 
east as Buffalo. 

The dumping of large quantities of fresh meats into Buffalo 
as a result of this reduced rate of 43 cents, which included 
refrigeration, the Buffalo Chamber of Commerce request for 
suspension said, would not only be injurious to the Buffalo 
packers from the standpoint of distribution of their products 
but would almost entirely eliminate the kill of live stock of 
Buffalo to the detriment of the community and interests repre- 
sented by the chamber of commerce and to the stockyards 
owned and operated by the rail carriers. 

“It is apparent,” says the Buffalo protest, “that the rail 
carriers in their anxiety to meet motor truck competition, gave 
little regard to the welfare of industries at Buffalo which have 
been furnishing them tonnage for years and upon which they 
must rely for further support, nor do they seem to have con- 
sidered the effect of this action on their own live stock facili- 
ties at Buffalo.” 


Pe Ae a 


CRT as a ae ae oe ee A eee 




















Mit 2 


ie RESTO EME LET STE a PSE EES 


PAGE 1248 The Traffic World Vol. LVII, No. 26 


» 


STATA 


\* 


ENS 


IN 

| 

i i 
\ F 


















June 27, 1936 The Traffic World PAGE 1249 


“The Eyes 
that Never Sleep 


H’*' in a tower beside the track, steady eyes study flashing signal lights. It’s 
the tower man on the job. The room is never vacant. The eyes never 
sleep. Twenty-four hours a day, 365 days a year, these eyes guard your ship- x 


ment, speed it on its way. E 





Here is but one of the thousands of men who are the Erie Railroad. And every 


man on the Erie knows that time is money. Not one precious minute can be wasted. 





No matter what you ship or when you ship it, Erie’s complete facilities cut costs 


and speed the handling. Erie shippers know it. That’s why Erie is first in freight. 
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TRUCK RATES CHALLENGED 


Alleging that the rates published by the Brown Motor 
Freight Lines, Inc., between Chicago, Ill., Hammond and Whit- 
ing, Ind., and various points in Michigan are unreasonably low, 
unfair, destructive, unremunerative, and below the lowest cost 
enabling carriers to furnish adequate and efficient service, the 
Blue Arrow Transport Lines and other motor carriers have 
asked the Commission to require the Brown Motor Freight 
Lines, Inc., to establish just and reasonable rates for the 
future. The Blue Arrow Transport Lines, Inc., and those asso- 
ciated with them have made the charge in docket No. BMC-C 
10 filed with the Commission. 

The carriers associated with the Blue Arrow in this com- 
plaint are Central Motor Freight Co.; Farmers Rapid Transit 
Co.; Walter S. Nixon, doing business as Grand Rapids Motor 
Express; John Giaras, doing business as Lake Shore Motor 
Transit Lines; George W. Mason and Glen W. Reedy, doing 
business as Mason & Reedy; McNamara Motor Express, Inc.; 
Nick Katsulos, doing business as Michicago Motor Express; 
Michigan Interstate Motor Freight, Inc.; Joseph R. Mammina, 
doing business as Michigan Tristate Motor Express; William E. 
Bell, doing business as Midway Transit Co.; White Line Motor 
Freight Co., Inc.; Michigan Associated Express, Inc.; Holland 
Motor Express, Inc.; Halls Express, Inc.; Interstate Motor 
Freight System; Ervin McVicker and Floyd McVicker, doing 
business as McVicker Bros. Motor Freight; John Rooks, doing 
business as Rooks Transfer Line; Wolverine Express, Inc.; Con- 
solidated Freight Co.; and Nelson Truck Lines. 

This complaint is leveled at the initial tariff of the Brown 
Motor Freight Lines, Inc., M. F. I. C. C. No. 1, issued by its 
traffic manger, Vincent Donnellan, Kalamazoo, Mich. 

According to the complaint the complainants, after a 
thorougli examination of their records with reference to the 
cost of operation and maintenance filed their rates on petroleum 
products (excepting gasoline) finished paper, paper board, 
groceries and provisions. Copies of tariffs are filed in the com- 
plaint. The tariff attributed to the Brown Motor Freight Lines 
shows a rate on petroleum products (except gasoline) from 
Chicago, Ill., to Ada, Mich., of 24 cents; to Muskegon, Mich., 34 
cents; and White Pigeon, Mich., 20 cents. Rates to those same 
points shown in the compilation of rates filed by the complain- 
ant are Chicago to Ada, 37 cents; to Muskegon, 40 cents, and 
White Pigeon, 30 cents. The rates of the complainants are 
carried in Slater’s MF-I. C. C. No. 10 and Wintermute’s MF- 
L&C. Ra 16. 

The complaint is signed by Ray Scherger, secretary and 
treasurer of the Farmers’ Rapid Transit Co. In the oath at- 
tached to the complaint Mr. Scherger asserts he is the duly 
authorized agent of the other complainants. 


RAIL-MOTOR JOINT OPERATION 


Asserting that the proposal of the Union Pacific, the Bur- 
lington and the Chicago & North Western, in BMC F-16, to 
acquire the Union Transfer Co. and extend its operations in 
competition with their own lines and those of other common 
carriers was not in the public interest, the trustees of the 
Chicago, Milwaukee, St. Paul & Pacific have asked the Com- 
mission to deny the application not only because it would not 
be in the public interest but that grant would be in excess 
of the power delegated to the Commission by Congress. The 
trustees of the Milwaukee are interveners in this proceeding. 

An ultimate investmnt of $6,000,000 by the applicants is 
contemplated by the three proposing carriers. The proposal, as 
summarized in the brief of the trustees, is for the three roads 
to acquire all the stock.of the transfer company, to preserve 
its corporate entity; to permit all title to its property to remain 
in the transfer company; to obtain the resignation of its present 
board of directors; to elect a new board, selected by the 
applicants so as impartially to represent the three proprietary 
interests which will hold the shares of the transfer company 
in equal parts; the operations of the transfer company to be 
continued for the present without change, except that where 
it serves it will be made a party to various through rates 
with the proprietary lines and their connections between points 
where any of the proprietary companies now has on file through 
tariff rates with connecting carriers; the transfer company 
to continue its highway competition with proprietary interests 
and its competition with other motor carriers. 

The brief points out that the competition of the transfer 
company with all other rail and truck carriers in its general 
territory, both in respect of its highway operations and truck 
and rail coordinated service, will be continued and may be 
increased and intensified. The brief says the Commission has 
been advised that the presently contemplated investment of 
$150,000 will be extended to $600,000 for acquisition of addi- 
tional necessary operations and facilities and thereafter ulti- 
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mately extended to approximately $6,000,000 in order to con- 
summate the entire contemplated plan and purposes of the 
applicants. 

The purpose of the applicants to continue long haul com- 
petition with the owning lines as a permanent policy, the 
brief says, is on the theory that the transfer company can 
better compete with the short haul service of other truck con- 
cerns if it competes with them in their long haul service even 
where the long haul truck service will entail as much as five 
hundred miles. The applicants, in their petition for approval, 
said that they would permit any other railroad to become a 
party to the proposed coordination of rail and truck service. 

“What is proffered, so far as the Milwaukee road’s interests 
are concerned, is, therefore,” says the brief, “little more than 
an arrangement by which it would contribute to the capital 
costs, operation and transportation costs, bear its proportion of 
taxes, of depreciation and of losses, if any, of a highway com- 
petitor. From an economic viewpoint this does not make sense.” 

In its opposition the Milwaukee relies on six principal 
grounds; namely: Applicant’s proposed acquisition, control and 
management are not in the public interest; the proposed in- 
vestment in and control and management of the truck lines 
would entail an unjustifiable invasion of the territory and 
towns adequately served by the Milwaukee and other carriers; 
the proposed investment in and their control and management 
of truck lines are not economically justified by the facts; the 
proposed joint ownership, control and management of truck 
properties transcent the governing statute; applicants are ask- 
ing the Commission to exercise power not delegated by Con- 
gress; and the privilege proffered by applicants to other rail 
carriers of joining the applicants in ownership of the Union 
Transfer Co. suggests no substantial benefits to the Milwaukee 
and would entail contributing to the costs of owning and 
operating a truck line that would be competing with the Mil- 
waukee in long haul service over many routes. 





HIGHWAY TRAFFIC STUDY 


__ President Roosevelt has signed H. R. 10591, a bill author- 
izing the Secretary of Agriculture to investigate highway traffic 
conditions, and directing him to make reports thereon to Con- 
gress, with recommendations. The act also directs that the 
Secretary shall report as to the status of uniform motor-vehicle 
traffic laws throughout the country, with recommendations for 
promoting necessary uniformity in such laws. 


MOTOR CARRIER ACCOUNTS 


A draft of a proposed uniform system of accounts for motor 
carriers has been circulated by the Bureau of Motor Carriers 
among motor carriers, railroads and state commissions with 
a request for suggestions and criticism. This is the second 
draft that has been put out for that purpose. It has not been 
made available to the public, the object on the part of the 
Commission’s bureau being to obtain suggestions for the prepa- 
ration of a system, which, when acceptable to the bureau, it 
will make public for consideration of everybody who may think 


he has an interest in the matter, before prescription by the 
Commission. 


WISCONSIN OPPOSES TRUCKER 


The Public Service Commission, in a brief in No. BMC 
29711, application of Thomas Maglio and Frank Cetrano, doing 
business as Liberty Trucking Co., Racine, Wis., for a certifi- 
cate to operate as a common carrier in the transportation of 
household goods, perishables, commodities generally and spe- 
cial commodities in interstate commerce between Milwaukee, 
Wis., and Chicago, Ill., via Racine and Kenosha, Wis., over 
United States highway No. 41 and state highways Nos. 100 and 
42, thence to Deerfield, Ill., over U. S. highway 41 and state 
highway 42A, thence to Chicago, IIl., over state highway 42A, 
has asked the Commission to deny the use of highway 42 
between Kenosha and Milwaukee; also 50 between Kenosha and 
41; 41 between Milwaukee and Illinois state line; and 100 be- 
tween Milwaukee and 41, as a regular route common carrier 
of commodities generally between Milwaukee, Chicago, and 
intermediate points. The application, according to the Wis- 
consin brief, states that the applicants have been engaged in 
this business since 1919. If so, says the Wisconsin brief, they 
have been in violation of the Wisconsin statutes for almost 
ten years. There is no objection, it says, on the part of Wis- 
— to the grant of a certificate as a carrier of household 
goods. 

The brief reviews the transactions between the Wisconsin 
commission and Cetrano to show, as the brief contends, that 
applicants have not obeyed the Wisconsin laws and therefore 
should not be granted a certificate except as transporters of 
household goods. 
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Crawler Tractors Display Mobility 


(By Reginald Trautschold) 
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necessarily restricted “free unloading” period where truck load 
consignments are involved. The truck lines endeavor to make 
deliveries as early in the morning as possible so that their 
equipment may be available to pick uv the day’s business and 
start a return run at night, with a load often routed to some 
other destination. The consignee of truck freight can hardly be 
expected to maintain an adequate receiving crew for the prompt 
unloading of the trucks immediately on their arrival, fre- 
quently before the regular day’s work begins. It would not pay. 
On the other hand, the truck lines cannot afford to extend 
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to arise for, obviously, the truck-trailer bodies cannot well be 
left on the highway on their arrival at destination, or even in 
the consignee’s yard, if the best interests of the consignee are 
to be served. The incoming freight is usually wanted,.not on 
the highway, not in the yard, but at some point in plant or ter- 
minal where the material is needed for manufacture or other 
disposal. This may mean delivery at several points, neces- 
sitating shifting the truck-trailer from one unloading station 
to another. 

A definite and highly important materials-handling prob- 
lem is thus created with the arrival of the freight at the door 
of the plant or terminal. The material to be distributed is 
stowed in an orderly manner in a truck body in which it can 
remain for only a relatively brief period and from which the 
operations of unloading and distribution can usually be com- 
bined to advantage. That is, it is usually cheaper and more 
expedient to use the truck body as a carrier between the sev- 
eral distributing points than it is to unload the freight at some 
central receiving station to which the truck line has access 
and can drop its consigned, loaded, trailer-truck. 

The moving of the trailer-trucks from place to place can 


ITH auto-truck transportation of freight a 
\ V rapidly growing activity and, in interstate move- 
ments, subject to increasing federal regulation, 
problems have arisen that directly and intimately affect 
the interests of both shipper and truck lines. With estab- 
lished tariffs in force and pending, new responsibilities 
have been placed on both and common interests have 
evolved. The shipper can no longer concern himself 
solely with obtaining low rates and ignoring how the 
public carrier discharges its contract, for the shipper 
and truck line are held equally guilty in the event of 
charges being made that depart from the established 
tariff schedules. 
One of the limitations that will touch the pocket 
books of all concerned, including the consignee, is the 
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greatly their free time limits, nor can they well act as 
stevedores in unloading and distributing the freight with- 
out additional recompense. 

The solution lies, in part, in employing trailer-trucks 
for moving the freight and, in the case of truck load con- 
signments, dropping the trailer bodies at their destina- 
tion for unloading by the consignee at his convenience, 
the trailer bodies being picked up later in the day or on 
the next call at plant or terminal. 

In this plan, which is rapidly being adopted by the 
more active truck lines, certain complications are likely 
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be accomplished in a number of ways, but extended experience 
has demonstrated that the best way of doing so is with the aid 
of “shop-type” crawler tractors. These compact little units, 
by virtue of their broad treads, develop surprisingly high draw- 
bar pull, or tractive power, are probably the safest of all locomo- 
tive units to employ, and are extremely mobile in service. 

These gas-driven units are much smaller than comparable 
wheel tractors, steer as easily as an automobile, and are able 
to haul large tractor-trucks with ease through doorways and 
passages and in confined spaces that could not be negotiated 
under any circumstances by wheel-type form tractors, besides 
which they possess a number of other marked advantages. 
Geared to travel at a top speed of seven to eight miles an hour, 
they can be stopped instantly in an emergency, for, having no 
wheels, they develop no rolling momentum, all forward move- 
ment ceasing when the clutch pedal is depressed. Ruts, un- 
even roadbeds, broken floors that would seriously interfere 
with wheel traction, etc., are negotiated by the “grouser’” treads 
without apparent effort and grades and ramps are climbed with 
ease. A 5 per cent grade, for example, adds only about a pound 
to the starting resistance when switching freight cars, service 
in which “shop-type” crawler tractors prove as useful as in 
moving trailer-trucks. 

It is only necessary to observe these little crawler tractors 
shifting heavily loaded trailer-trucks about a yard or terminal, 
dragging cumbersome truck bodies through entrances that ap- 
pear to provide no clearance, making hairpin turns, backing, 
stopping, starting, nosing in here and there and in general 
maneuvering with startling dexterity, to gain some appreciation 
of their marked suitability for work of this nature; also, in view 
of the low operating costs of the units, to gain some understand- 
ing of how really cheaply the work can be accomplished. Be- 
tween 3 and 4 cents a ton mile covers all expenses. 

Itemized figures, based on the continuous operation of the 
tractors under normal load conditions, including all usual items 
of expenditure, average: 


Engine ee ee 
Rubber treads ae 
ID: sachrn a 6a « ve ae 
General—wheels, etc. . 0268 
Depreciation . x a 
Gas and oil.. : 7s 

Net Operating Cost.. ——— an hour 


The Cleveland Tractor Co. 


Rarely, of course, do these little units work all the time 
on moving truck-trailers, spotting freight cars, etc., but there 
are invariably so many jobs about any plant, yard, or terminal 
that can be discharged cheaply and expeditiously by the ver- 
satile and powerful “crawlers” that they are often called on 
to work overtime and almost always work much of the time. A 
survey made by one company manufacturing the units indicated 
that the general average, day in and day out, where “shop-type’”’ 
crawler tractors were in use, was 3% hours in productive service 
out of every 8-hour day. 

In the industrial plant and yard where overhead crane 
facilities are lacking or inadequate, virtually all the heavy 
machinery can be shifted and relocated by these little tractors 
in half the time usually entailed and at an average saving of 
60 per cent in expense. Being able to travel over any kind 
of surface, wet or dry, rough or smooth, a crawler tractor with 
a bumper or scoop is invaluable in handling bulk materials, as 
in connection with coal pile storage, etc., and in leveling dumps 
and filling-in jobs. 

Furnished with auxiliary equipment, welding units, cranes, 
air compressors, electric generators, rotary brushes, etc., the 
use for and value of theSe one-man crawler tractors increase 
greatly in plant, yard, and terminal and, while the “extra jobs” 
that can then be undertaken have apparently no direct connec- 
tion with freight-handling service, they are, nevertheless, ex- 
tremely pertinent thereto. They, nine times out of ten, carry 
the overhead imposed by the purchase of the “crawlers” and in 
so doing materially reduce freight handling costs. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
May 15-31, inclusive, was 185,488, according to the Association 
of American Railroads. It was made up as follows: Plain box, 
92,791; auto, 12,065; total box, 104,856; flat, 5,155; gondola, 
22,285; hopper, 18,750; total coal, 41,035; coke, 571; S. D. stock, 
21,793; D. D. stock, 4,438; refrigerator, 6,541; tank, 347; mis- 
cellaneous, 752. Canadian roads reported a surplus of 16,885 
cars, made up of 14,242 plain box, 484 auto, 342 flat, 398 gon- 
dola, 508 S. D. stock, 512 refrigerator and 399 miscellaneous 
cars. 
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Much of the research on which the Coordinator’s report 
for the use of containers for handling and transporting goods 
was based was carried on in Chicago, according to a state- 
ment issued by the Illinois Manufacturers’ Association (see 
Traffic World, June 20, p. 1199). The chief result was the 
development of a container for use on both trucks and railroad 
flat cars. According to the statement, George R. Meyercord, 
president, Haskelite Company, is the inventor of the new con- 
tainer. The experimental units were built with the coopera- 
tion of the International Harvester Company and the Vernon 
Car Manufacturing Company. Most of the tests were made in 
Chicago, but some were also conducted at St. Louis, Fort 
Worth, and Philadelphia. These tests, according to the state- 
ment, proved the strength and durability of the container and 
its ability to absorb shocks and impacts. 


When loaded on flat cars, the containers are anchored 
to the floor by coil spring shock absorbers. They possess 
independent retractable wheels for ease in loading and unload- 
ing and transfer truck to flat car. The experimental units have 
been built in three sizes: one of 304 cubic feet with a capacity 
of 10,000 pounds, one of 493 cubic feet with a capacity of 10,000 
pounds, and one of 823 cubic feet with a capacity of 20,000 
pounds, 

The truck designed for use with the containers has a flat 
movable deck that can be elevated and tiled by means of a 
motor drive. It also has a motor-driven winch for moving 
containers from the street level to the truck floor. The winch 
may also be used to move the containers laterally from the 
truck platform to the railroad car. Five containers can be 
loaded on one bat car. 

The containers are built of steel and special plywood and 
have large double doors at the end. 


WATER TRANSPORT LABOR COSTS 


A tentative report on labor costs in domestic water trans- 
portation, prepared by members of Coordinator Eastman’s staff, 
has been circulated, in confidence, to ren in that industry for 
criticism, and someone has made it available for publication. 
Coordinator Eastman has not written any part of the report. 
He says he has not read all the material on the subject incor- 
porated by members of his staff in the draft that has been 
submitted to the industry. The proposed report is subject to 
revision. It is one of the reports the Coordinator hopes to 
issue hereafter, notwithstanding the expiration of the emer- 
gency act creating his office. 


Labor costs, according to the proposed report, vary to a 
considerable extent even in the same trades. It was estimated 
that about 300,000 men were engaged in interstate and foreign 
trade. In many respects, according to the proposed report, 
relations between employer and employe in the domestic water 
transport industry stand out in sharp contrast with those re- 
lations in the railroad industry, there being little cooperation 
between employer and employe. Seamen, the report said, were 
both governed and protected by law in connection with their 
work more than any other class of workers. 

Officers on ships on the Great Lakes, the report said, were 
the highest paid. Their work is seasonal and about 20 per 
cent received more than $150 a month. Able seamen averaged 
$52 a month, according to the report and ordinary seamen, 
deckhands and cadets about $36 a month. 
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NEW SHIP SUBSIDY LAW* 
The Traffic World Washington Bureau 


A “new deal” for the American merchant marine soon 
will be put into effect under the Copeland-Guffey-Gibson com- 
promise ship subsidy bill passed without a record vote in the 
Senate June 19 and passed by the House the following day by 
a standing vote of 225 to 21. 

In view of the fact that Chairman Bland, of the House 
committee on merchant marine and fisheries, told the House 
he was authorized to state that President Roosevelt said the 
bill “is a step in the right direction,” presidential approval of 
the measure was regarded as a certainty. 

Congress thus finally responded to President Roosevelt’s 
appeal of March 4, 1935, when he sent his ship subsidy message 
to Congress, to end what he characterized as the “subterfuge” 
of paying a subsidy under the ocean mail contract system in 
effect since 1928. The President, condemning the ocean mail 
method whereby ships were accorded so much a nautical mile 
if certified for an ocean mail route, regardless of the amount 
of mail carried, called for legislation providing for direct 
operating and construction subsidies—payments from the fed- 
eral treasury to make up the difference between the cost of 
operating and constructing American ships in American ship- 
yards and the cost of operating and constructing ships under 
foreign flags. 

Last June the House passed the Bland ship subsidy bill. 
Between that time and only a few weeks ago when the Cope- 
land-Guffey-Gibson bill drafted by representatives of Senators 
Copeland, Guffey and Gibson from measures bearing the names 
of the senators, made its appearance, many ship subsidy bills 
were drafted and considered. It was only recently, however, 
it appeared there was a chance for obtaining final action at 
this session. Word finally came from the President that the 
last revised measure had his approval. 

The compromise bill was offered in the Senate as an 
amendment to the Bland bill as passed by the House, the Bland 
bill being eliminated and the compromise being offered in the 
nature of a substitute. After only brief consideration the 
Senate approved the bill with a few changes. With adjourn- 
ment of the session only a few hours away, Chairman Bland 
attempted to get the House to take the Senate bill. He moved 
to suspend the rules to that end. He failed to get sufficient 
votes. The next move was to obtain a rule from the rules 
committee to bring the measure up. The rule was granted, 
the bill was taken up and passed. 


New Commission Created 


The “United States Maritime Commission” is created by 
the act. It will have five members to be appointed by the 
President by and with the advice and consent of the Senate. 
Recess appointments may be made if the Senate is not in 
session. This new commission will take over the duties of the 
Shipping Board Bureau, now a division under Secretary Roper, 
in the Department of Commerce. 


After two years the President may transfer to the Inter- 
state Commerce Commission any or all of the regulatory 
powers, duties and functions vested in the Maritime Commis- 
sion. The new commission is really a successor to the old 
Shipping Board which was abolished by executive order of 
the President but it will have much greater powers than the 
old board had, due chiefly to the duty of administering the sub- 
sidy provisions being imposed on it. The Merchant Fleet Cor- 
poration, shipping agency of the Shipping Board Bureau, will 
cease to exist. Its business goes also to the new commission. 
Employes of both the Shipping Bureau and the corporation are 
eligible for transfer to the Maritime Commission. Members 
of the commission will receive $12,000 a year. 

Existing ocean mail contracts are not to be continued after 
June 30, 1937. In the meantime adjustments may be made 
with the present contractors and new contracts entered into 
under the new subsidy provisions. 

The act provides for a “construction-differential” subsidy 
and an “operating-differential” subsidy. What these subsidies 
will cost remains to be seen. The Maritime Commission must 





See also, elsewhere in this number, review by Stanley Smith of 
transportation doings o fthe recently adjourned Congress.—Editor 
The Traffic World. 


pass on the ships to be constructed and the routes to be 
operated. 

If the Maritime Commission finds it necessary, to give 
effect to the policy for an adequate merchant marine, and the 
President approves, ships may be constructed by it in domestic 
or navy yards, as well as reconditioned for the same purpose. 
These ships may be chartered for operation by the commission 
or sold. » | 

The act provides that it shall be the policy of the com- 
mission to encourage private operation of each essential steam- 
ship line now owned by the United States by selling such 
lines to citizens of the United States or by chartering the ves- 
sels. The objective of the act is, according to its sponsors, 
private ownership and operation of the merchant, though under 
its provisions the government may be a shipowner. 


Limitations on Subsidies 


Construction differential subsidies are not to exceed 334% 
per cent of the construction cost of a vessel, excluding the 
cost of any features incorporated in the vessel for national- 
defense uses, except in cases where the commission possesses 
conclusive evidence that the actual differential is greater than 
that percentage, in which case the commission may approve an 
allowance not to exceed 50 per centum of such cost, on the 
affirmative vote of four members. The shipowner is to pay 25 
per cent of the construction cost in cash and the balance may 
be paid over a period of 20 years at 3% per cent interest on 
deferred payments. Shipbuilders will have to pay profit in 
excess of 10 per cent on building a ship to the commission. 
No salary in excess of $25,000 is to be.taken into account in 
computing shipbuilders’ profits. There are also provisions for 
recapture of excess earnings from ship operators under their 
operating-differential contracts. There is a salary limitation 
of $25,000 a year also as to ship operators. 

The new commission will have wide inquisitorial powers. 
It is to make a survey of the American merchant marine to 
determine what additions and replacements are required ta 
carry forward the national policy declared in the act. 


American Seamen Wages, Etc. 


The commission is authorized and directed to investigate 
the employment and wage conditions in ocean-going shipping 
and, after making such investigation and after appropriate 
hearings, to incorporate in contracts under the operating-dif- 
ferential and charter provisions of the act “minimum manning 
scales and minimum wage scales and reasonable working con- 
ditions for all officers and crews employed on all types of ves- 
sels receiving an operating-differential subsidy.” 

It is provided that any increase in the operating expenses 
of the subsidized vessel occasioned by any change in the wage, 
manning scales, and working conditions as provided in this 
part of the act shall be added to the operating-differential 
subsidy previously authorized for the vessel. 

Section 303 of ‘the bill, relating to continuous-discharge 
hooks for seamen, was taken out before the act was passed 
because that subject was covered in H. R. 8597, a seamen’s 
bill passed separately. 

All licensed officers of vessels must be citizens of the 
United States. For a period of one year after the passage of 
the act no less than 80 per centum of the crew (other than 
officers) of a vessel shall be citizens of the United States and 
thereafter the per centum shall be increased thereafter 5 per 
centum per annum until 90 per centum of the entire crew, 
including all-licensed officers, shall be citizens. 


Serving Out Ports 


The act, in section 205, includes a provision directed against 
any common carrier by water being prevented serving “any 
port designed for the accommodation of ocean-going vessels 
located on any improvement project authorized by the Congress 
or through it by any other agency of the federal government, 
lying within the continental limits of the United States, at the 
same rates which it charges at the nearest port already regu- 
larly served by it.” 


Construction Loan Fund 
President Roosevelt recommended termination of the ship 


construction loan fund under which loans were made for new 
and reconditioned ships. The act transfers this fund to the 
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commission which becomes the construction fund of the com- 
mission. The act also turns over to the commission all appro- 
priations and unexpended balances of appropriations available 
far the expenditure by the Shipping Board Bureau and Mer- 
chant Fleet Corporation. The act also makes available to the 
commission any sum left from the appropriation for ocean mail 
contracts after those contracts have been adjusted and ter- 
minated. 
Mail Contract Money 


Before the House accepted the Copeland-Guffey-Gibson 
compromise, there was a filibuster in the Senate against ap- 
proval of the conference report on the treasury-post office 
appropriation bill carrying $26,500,000 for the ocean mail con- 
‘tracts for the fiscal year beginning July 1. Unless the House 
agreed to the subsidy bill, opponents of the appropriation said, 
they would object to adoption of the conference report. From 
their view it was either a subsidy bill or no money for the 
mail contracts. After the House had accepted the bill the con- 
ference report in question was agreed to in the Senate, making 
action on that report final and providing the $26,500,000 of 
which about $22,000,000 represents subsidy. 

Senator O’Mahoney, of Wyoming, offered an amendment, 
which was adopted, providing that operating-differential con- 
tractors or charterers shall not be parties to agreements un- 
justly discriminatory to any other citizen operating a common 
carrier service with American flag vessels on an established 
trade route from and to a United States port or ports. He 
said it was his purpose in presenting the amendment to make 
it clear to the commission that it was the intention of Congress 
not to pay subsidies to any American line which was willing 
to enter into any combination with other lines, including those 
operating under foreign flags, to crush American competition. 

Minimum Rates 


When Senator O’Mahoney offered an amendment giving 
the commission power to prescribe minimum rates, Senator 
Shipstead, of Minnesota, said a similar proposal had been pend- 
ing before the interstate commerce committee and no action 
had been taken thereon. 

Asked if he meant to convey the impression that the com- 
mittee felt the proposal was unwise, Senator Shipstead replied 
in the affirmative. Senator O’Mahoney said he was not aware 
of that situation and that he would not press the amendment. 

It is estimated that the Maritime Commission, with the 
various funds placed at its disposal by the subsidy act, will have 
well over one hundred million dollars. Appropriations available 
for the Shipping Board Bureau and the Merchant Fleet Cor- 
poration, the assets of the latter, the ocean mail subsidy fund, 
and the ship construction fund add up to a total of more than 
one hundred million dollars and these funds are to be taken 
over by the new commission. 

In addition to aid for construction of ships for use in the 
foreign trade applications may be filed with the commission 
for purchase of new ships for use in the domestic water trade 
of the United States, except on inland rivers and canals. The 
commission, granting such an application, will have the ship 
constructed. The buyer will pay 25 per cent cash and the 
balance in twenty years with 342 per cent per annum in interest 
on the deferred payments. 

President Roosevelt said at his press conference late June 
23 that he had given no thought to appointment of members 
of the new Maritime Commission. At that time the subsidy 
bill had not yet been signed. 

The subsidy act, so far as regulation of shipping and ad- 
ministration of the subsidy provisions are concerned, is effec- 
tive thirty days after a majority of the members of the Maritime 
Commission have taken the oath of office. The act becomes im- 
mediately effective on its approval by the President as to the 
appointment of the new commission so that the commission 
may be appointed and the new organization set up. 

The act, except as to elimination of the last line of section 
3 of the intercoastal shipping act of 1933 the effect of which is 
apparently debatable, the O’Mahoney amendment relating to 
agreements, and the section relating to the serving of out ports, 
makes no change in existing regulatory powers over shipping. 

Specifically the act, in section 204, provides that all the 
functions, powers and duties vested in the former United States 
Shipping Board by the shipping act, 1916, the merchant marine 
act, 1920, the merchant marine act, 1928, the intercoastal ship- 
ping act, 1933, and amendments to those acts, and now vested 
in the Department of Commerce pursuant to section 12 of the 
President’s executive order of June 10, 1933, are transferred to 
the United States Maritime Commission, with the proviso that 
after the date of passage of the act no further construction 
loans shall be made under the provisions of section 11 of the 
merchant marine act, 1920. 


Power to Fix Specific Rates? 


The act repeals the last sentence in section 3 of the inter- 
coastal shipping act, 1933, which reads: 
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Nothing contained herein shall be construed to empower the board 
affirmatively to fix specific rates. 


It is understood that this line was eliminated on the theory 
that if it were taken out the new commission could “fix specific 
rates.” The shipping act of 1916, however, gives the Shipping 
Board—as it will the new commission—power to prescribe and 
order enforced “a just and reasonable maximum rate, fare or 
charge, or a just and reasonable classification, tariff, regula- 
tion, or practice.” The argument has been made that, though 
the act says “maximum rate” in the first part of the provision 
quoted, the word “or a just and reasonable .. . tariff” ... in 
the latter part of the sentence afford a basis for the fixing of 
the specific rate to be charged. It is under that contention that, 
it is asserted, the new commission may fix specific rates with 
the last sentence of section 3 of the intercoastal act eliminated. 
It is expected that this construction of the law will be disputed. 
Congress refused to give the board the minimum rate power 
when it enacted, the intercoastal act of 1933 and in addition 
inserted the sentence that now has been eliminated. 


Provisions Repealed 


In addition to repealing the last sentence of section 3 of 
the intercoastal act, the act repeals: 


All the provisions of sections 3 to 8, inclusive, section 10, section 
11, section 35, and section 43 of the shipping act, 1916, as amended. 

All the provisions of subsection (b) (4) of section 2, section 3, 
section 11, section 14 and section 35 of the merchant marine act, 1920, 
as amended. 

All the provisions of sections 201, 301, 302, 401 to 413, inclusive, 
601, and 702 of the merchant marine act, 1928, as amended, provided 
that any ocean mail contract entered into lawfully under the authority 
of sections 401 to 413, inclusive, of the 1928 act shall remain in full 
force and effect as though these sections were not repealed, subject, 
however, to the further provisions of this act. 


The foregoing provisions repealed by the act relate to the 
creation of the original Shipping Board, to powers of the Presi- 
dent with respect to transferring vessels belonging to the war 
or navy departments to the board, and acquisition of vessels; 
to creation of the Fleet Corporation; to appropriations for the 
board; to ending of emergency declared by the President; com- 
pleting construction work on war-time ships; revision of provi- 
sions relating to creation of the Shipping Board; the construc- 
tion loan fund; provisions in the act of 1928 relating to sales of 
vessels by the Shipping Board, the construction loan fund, the 
ocean mail contracts, transportation of government officials, and 
requisition of vessels by the President. 


The effect of the repeal of these provisions plus provi- 
sions in the new act is to make the new act workable by 
eliminating provisions which, if not repealed, would conflict 
with or duplicate provisions in the new act, or which relate 
to situations that no longer exist, and, of course, to eliminate 
the provisions giving effect to the ocean mail contract and ship 
construction loan subsidy plan which has been dropped. 

It is provided that whenever the words, “United States 
Shipping Board” or the words “the board” are used in any 
prior act, such acts are amended so that such words shall be 
applicable to the “United States Maritime Commission.” 


President Roosevelt has signed the treasury-post office ap- 
propriation act carrying $26,500,000 for the ocean mail con- 
tracts for the fiscal year beginning July 1. 

, Copies of the new subsidy act as finally approved by Con- 
gress will not be available until the President signs it. 


President Roosevelt said at his press conference June 26 
that he probably would not get around to appointing members 
of the new maritime commission for a couple of weeks. He 
said he had done nothing with respect to the appointments 
thus far. The subsidy act had not yet reached him for signa- 
ture, said he. Acts passed by Congress are first referred by 
the White House to the departments affected for report thereon 
to the President. 


SHIPPING BUREAU HEARINGS 


The hearing in No. 202, Colorcraft Corporation, Ltd., vs. 
American-Hawaiian Steamship Co. et al., scheduled for July 
15, at San Francisco, has been postponed indefinitely. 


The hearing in No. 409, intercoastal schedules of Hammond 
Shipping Co., Ltd., will be held July 14 instead of July 17 in 
Room 237, Merchants Exchange Building, San Francisco. 

The hearing in No. 102, Armstrong Cork Co. et al. vs. 
American-Hawaiian Steamship Co. et al., scheduled for July 
16 at San Francisco, has been postponed indefinitely. 

Hearings in dockets Nos. 185 and 187, scheduled to be held 
July 13 and July 14, respectively, at San Francisco, will be held 
in Room 237, Merchants Exchange Building of that city. (See 
Traffic World, June 20, p. 1213.) 
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OCEAN SHIPPING NEWS 


The Traffic World New York Bureau 
Last week was unusually quiet in the full cargo trades, 


‘but freight rates remained unchanged and little prompt ton- 


nage was available. Reporis of the settlement of the strike at 
Antwerp which had tied up shipping there were considered as 
a favorable sign, however. Readjustment of berth liner rates 
out of Montreal and New York was expected to have a good 
effect on the further movement of grain via the State Barge 
Canal and to furnish more bulk cargo for regular liners in the 
trans-Atlantic trade. 

The only grain fixture of interest was that of a steamer 
for 28,000 quarters from the St. Lawrence to picked ports U. K.., 
done on the basis of 2s with option for Ireland for the last 
half of July. 

Trans-Atlantic sugar fixtures included three from Cuba, 
a steamer of 3,501 net tons to U. K.-Continent at 13s 9d for 
July loading; another of 1,951, also for U. K.-Continent for 
July and a 1,367 net ton vessel to Bordeaux for June-July. 

Time charters were almost entirely limited to short trips, 
mostly round trips in the West Indies and Canadian trades. A 
2,161 net ton motorship was engaged from the North Atlantic 
to Far East for July loading. 

In the export coal trade the only reported activity was to 
pay Indian and Canadian destinations, the market continuing 
ull. 

The scrap iron trade furnished the only notable activity 
of the week. Fixtures included three to the Far East, one a 
motorship of 2,794 net tons from the Atlantic range at 14s 3d 
f. i. o., two loading and two discharging ports, for July; a 
motorship of 3,445 net from the Atlantic range at 14s f. i. o., 
two loading and two discharging ports, for July, and a motor- 
ship of 2,450 net from the Gulf at 14s 3d for one loading and 
one discharging port. A steamer of 1,698 net was fixed from 
the North Atlantic to Sauda at $3.65 f. d. for late June and a 
7,500 ton steamer was fixed from the Boston-Tampa range to 
Japan at 14s 6d for four ports in all, f. i. o. for early August 
loading. 

An odd fixture was that of a 1,500 ton steamer from Rot- 
terdam to Chicago with bog ore in bulk, done at $4.90 for 
free loading, ship discharging, for June-July loading. It was 
indicated that additional business of the same type might be 
available soon. 

From the Gulf two vessels were fixed for sulphur cargoes, 
one a 7,000 ton ship to three ports in the Mediterranean for 
June, done at $4, and the other a 7,500 ton steamer to three 
Australian ports at 19s for August. 

Gains in vessel entrances and clearances in foreign trade 
at the Port of New York were registered in May as compared 
with April, according to statistics compiled by the marine divi- 
sion of the office of the collector of the port. The improve- 
ment included both numbers and net tonnages. Similar gains 
were registered in the intercoastal trade, but the coastwise 
trade, while numbers of vessels entering and clearing showed 
a slight increase, declined in net tonnage. 


A. AND D. REPARATION CASES 


The Shipping Board Bureau of the Department of Com- 
merce has assigned for hearing, the first, about a hundred formal 
complaint cases, asking for reparation on account of the col- 
lection by ship lines of assembling and distributing charges 
on intercoastal cargo at Los Angeles and Long Beach, Calif. 

Following a decision by the Secretary of Commerce, in No. 
96, in reassembling and distributing charge, that such a charge 
was unjust, unreasonable, unduly and unreasonably preferen- 
tial and prejudicial, and the ordering of cancelation of such 
charge, on or before June 17, 1935, many complaints were filed 
with the Shipping Board Bureau seeking reparation on account 
of the imposition of such charge on particular shipments. 
Reparation was not awarded in the original decision (see Traffic 
World, May 18, 1935, p. 983). 

The assignment, made by H. S. Brown, chief of the Bureau 
of Regulation, is for hearing at New York, September 15, 
before Examiner Charles B. Gray and Assistant Examiner John 
H. Eisenhart, Jr. Notice of the hearing room, says the notice of 
assignment, will be given hereafter. A proposed report will be 
issued. There will be hearings on other of the cases probably 
at Los Angeles, Calif.. and New Orleans, La. The cases as- 
signed for hearing at New York were set for proceedings there 
after consultation of those interested as to the most convenient 
place for hearing. The cases to be heard at New York are: 


Dockets Nos.—222, 190, 213, 216, 388 224, 225, 226, 227, 228, 229, 
231, 232, 233, 234, 235, 236, 241, 242, 287, 288, 289, 239, 250, 252, 257, 246, 
248, 249, 253, 254, 255, 262, 268, 269, 291, 270, 271, 272, 273, 274, 275, 
276, 277, 278, 279, 282, 283, 284, 285, 286, 292, 293, 295, 296, 297, 298, 299, 
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300, 301, 316, 319, 320, 321, 325, 326, 327, 328, 329, 330, 332 
335, 336, 339, 337, 342, 343, 345, 347, 348, 364, 349, 350, 351 
373, 387, 395, 396, 397, 398, 399, 400, 401, 402, 403. 


, 333, 334, 
, 354, 371, 


COASTWISE LOAD LINE LAW 
President Roosevelt has signed H. R. 11915, the coastwise 
load line act amending the act of 1935 to give the Department 


of Commerce additional authority to prescribe load lines for 
passenger vessels. 


DANGEROUS CARGOES 


President Roosevelt has signed an act, S. 4780, passed by 
Congress, extending the laws governing the inspection of ves- 
sels to cover transportation of inflammable or combustible 
liquid cargo in bulk. 





OCEAN RATES ON COFFEE 


A complaint against rates on coffee from Colombian ports 
to Boston, as compared with rates to New York, has been 
filed with the Shipping Board Bureau in No. 414, Commonwealth 
of Massachusetts and Boston Port Authority vs. Colombian 
Steamship Co., Inc., et al. Removal of the alleged discrimina- 
tion is sought. 


OCEAN-TRADE ROUTE INQUIRY 


Provision for investigation by a special committee of five 
senators of the ocean-trade routes between ports of the United 
States and South America and between ports of the United 
States and South Africa and of the steamship services under 
the American flag between such ports as to adequacy and their 
relation to ocean mail subsidy contracts was made by the 
Senate by adoption of Senate resolution No. 307. Expenses of 
the committee shall not exceed $5,000, according to the resolu- 
tion. Twenty thousand dollars had been asked. The com- 
mittee is to report to the Senate as soon as practicable. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Department of Commerce on freight agreements filed pursuant 
to the provisions of section 15 of the shipping act, 1916, as 
amended: 

Agreements Approved 


702-C between The Export Steamship Corporation and The New 
York and Porto Rico Steamship Company cancelling agreement 702, 
which provided for the transportation of cargo under through bills of 
lading between specified Mediterranean ports and Puerto Rico, with 
transhipment at New York. 

4752 between American-Hawalilan Steamship Company, Williams 
Steamship Corporation, and McCormick Steamship Company providing 
for the transportation of cargo under through bills of lading between 
United States Atlantic Coast ports and United States Pacific Coast 
ports, with transhipment at Los Angeles Harbor or San Francisco. 

5058 between Sidney M. Hauptman, Trustee of Nelson Steamship 
Company and Knut Knutsen O. A. S. providing for the transportation 
of cargo under through bills of lading from United States Atlantic 
ports to the West Coast of South America and the West Coast of Cen- 
tral America, with transhipment at Cristobal or Balboa, Canal Zone. 

5072 between Gulf Pacific Mail Line, Ltd., and Dollar Steamship 
Lines, Inc., Ltd., providing for the transportation of cargo under 
through bills of lading from United States Gulf ports to Japan, China, 
and the Philippine. Islands, with transhipment at Los Angeles Harbor 
or San Francisco. 

5145 between Oceanic & Oriental Navigation Company and States 
Steamship Company (California-Eastern Line) providing for the trans- 
portation of cargo under through bills of lading from China, Japan, 
Philippine Islands, and French-Indo China to United States Atlantic 
ports, with transhipment at Portland, Seattle, Tacoma, Los Angeles 
Harbor, or San Francisco. » 

5146 between States Steamship Company (California-Eastern Line) 
and Oceanic & Oriental Navigation Company providing for the trans- 
portation of cargo under through bills of lading from United States 
Atlantic Coast ports to Japan, Korea, Formosa, Siberia, Manchuria, 
China, Hongkong, French Indo-China, and the Philippine Islands, with 
transhipment at Los Angeles Harbor or San Francisco. 

5171 between Cunard White Star Limited and Bull Insular Line, 
Inc., providing for the transportation of fish under through bills of 
lading from Halifax to Puerto Rico, with transhipment at New York. 

5182 between McCormick Steamship Company and Oceanic & Ori- 
ental Navigation Company providing for the transportation of cargo 
under through bills of lading from United States Atlantic Coast ports 
to Japan, Korea, Formosa, Siberia, Manchuria, China, Hongkong, 
French Indo-China, and the Philippine Islands, with transhipment at 
Los Angeles Harbor or San Francisco. 

5186 between Nippon Yusen Kaisha and Dollar Steamship Lines, 
Inc., Ltd., providing for the transportation of raw silk under through 
bills of lading from Japan, Korea, Formosa, Manchuria, China, Hong- 
kong, and Indo-China to United States Atlantic Coast ports, with tran- 
shipment at Seattle, thence rail connections to San Francisco for de- 
livery to intercoastal carrier. 

5230 between Luckenbach Steamship Company, Inc., and Carriso, 
Inc., (Flood Lines, Inc.) providing for the transportation of cargo under 
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through bills of lading from United States Atlantic ports to designated 
ports in Australia, British Samoa, Fiji Islands, Tonga Islands, New 
Caledonia, New Britain, New Guinea, New Hebrides, Solomon Islands, 
and Thursday Island, with transhipment at San Francisco. 

5250 between The Ocean Steam Ship Company, Ltd., China Mu- 
tual Steam Navigation Company, Ltd. (Blue Funnel Line), and Dollar 
Steamship Lines, Inc., Ltd., providing for the transportation of raw 
silk under through bills of lading from Japan, Korea, Formosa, Man- 
churia, China, Hongkong, and Indo-China to United States Atlantic 
ports, with transhipment at Seattle, thence rail connections to San 
Francisco for delivery to intercoastal carrier. 

4983 between Panama Mail Steamship Company (Grace Line) and 
Edward P. Farley and Morton L. Fearey, Trustees of Munson Steam- 
ship Line, providing for the transportation of cargo, except frozen 
fish, under through bills of lading from United States Pacific Coast ports 
to Buenos Aires, with transhipment at New York. 

5066 between American-Hawalian Steamship Company and Dollar 
Steamship Lines, Inc., Ltd., providing for the transportation of cargo 
under through bills of lading from Portland, Astoria, Seattle, Tacoma, 
San Francisco, and Los Angeles Harbor to China, Japan, Siam, French 
Indo-China, and the Philippine Islands, with transhipment at Los An- 
geles Harbor or San Francisco. 

5067 between American-Hawalian Steamship Company and Dollar 
Steamship Lines, Inc., Ltd., providing for the transportation of cargo 
under through bills of lading from China, Hongkong, Japan, French 
Indo-China, Philippine Islands, and Siam to Portland, Astoria, Seattle, 
Tacoma, San Francisco, and Los Angeles Harbor, with transhipment at 
Los Angeles Harbor or San Francisco. 

5103 between Cunard White Star Limited and Dollar Steamship 
Lines, Inc., Ltd., providing for the transportation of cargo under 
through bills of lading from the United Kingdom to United States 
Pacific Coast ports, with transhipment at New York. 

5142 between Silver Line, Ltd., and Seatrain Lines, Inc., providing 
for the transportation of cargo under through bills of lading from 
Philippine Islands, China, Dutch East Indies, Straits Settlements, and 
Colombo to New Orleans, with transhipment at New York. 

5166 between Canadian Pacific Steamships, Ltd., Canadian Pacific 
Railway Company (British Columbia Coast Steamship Service), and 
American Line Steamship Corporation and The Atlantic Transport 
Company of West Virginia (Panama Pacific Line), providing for the 
transportation of silk under through bills of lading from Japan, Korea, 
Formosa, Manchuria, China, Hongkong, Indo-China, and the Philippine 
Islands to United States Atlantic ports, with transhipment at Van- 
couver, B. C., and Seattle, Washington, thence rail connections to San 
Francisco or Los Angeles for delivery to intercoastal carrier. 

5173 between Cunard White Star Limited and Panama Mail Steam- 
ship Company (Grace Line) providing for the transportation of cargo 
under through bills of lading from the United Kingdom to United States 
Pacific Coast ports, with transhipment at New York. 

5214 between Gulf Pacific Mail Line, Ltd., and Dollar Steamship 
Lines, Inc., Ltd., covering the transportation of cargo under through 
bills of lading from United States Gulf ports to Port Swettenham and 
ports in the Straits Settlements, with transhipment at Los Angeles 
Harbor or San Francisco. 


5215 between Oceanic & Oriental Navigation Company and McCor- 
mick Steamship Company providing for the transportation of cargo un- 
der through bills of lading from China, Japan, Philippine Islands, and 
French Indo-China, to United States Atlantic Coast ports, with tran- 
ship at Los Angeles Harbor or San Francisco. 


5219 between American Mail Line, Ltd., and Pacific Steamship 
Lines, Ltd., providing for the transportation of silver bullion and 
coin under through bills of lading from Japan, Korea, Formosa, Si- 
beria, Manchuria, China, Hongkong, Indo-China, and the Philippine 
Islands to San Francisco and Los Angeles Harbor, with transhipment 
at Victoria, Seattle, or Tacoma. 


5224 between Nippon Yusen Kaisha and Ocean Steamship Company 
of Savannah (Savannah Line) providing for the transportation of cotton 
in bales under through bills of lading from Tientsin, China, to Savan- 
nah, Georgia, with transhipment at New York. 


5233 between Gulf Pacific Mail Line, Ltd., and United Fruit Com- 
pany providing for the transportation of cargo, except lumber, under 
through bills of lading from United States Pacific Coast ports to Ja- 
maican ports, with transhipment at New Orleans. 


5235 between Oceanic & Oriental Navigation Company and American 
Line Steamship Corporation, The Atlantic Transport Company of West 
Virgina (Panama Pacific Line), providing for the transportation of 
cargo under through bills of lading from China, Japan, Philippine 
Islands, and French Indo-China to United States Atlantic Coast ports, 
with transhipment at Los Angeles Harbor or San Francisco. 


5249 between Oceanic & Oriental Navigation Company and Dollar 
Steamship Lines, Inc., Ltd., providing for the transportation of cargo 
under through bills of lading from China, Japan, Philippine Islands, 
and French Indo-China to United States Atlantic Coast ports, with 
transhipment at Los Angeles Harbor or San Francisco. 


2743-7 between Colombian Steamship Company, Inc., Grace Line, 
Inc., Lykes Bros. Steamship Company, Inc., Standard Fruit and 
Steamship Company, et al., revising agreement of the Atlantic and 
Gulf/West Coast of Central America and Mexico Conference to pro- 
vide for holding of meetings upon notice from the secretary rather than 
upon specified days. 

2744-6 between Colombian Steamship Company, Inc., Grace Line, 
Inc., Lykes Bros. Steamship Company, Inc., Standard Fruit and Steam- 
ship Company, et al., revising agreement of the Atlantic and Gulf/West 
Coast of South America Conference to provide for holding of meetings 
upon notice from the secretary rather than on specified days. 

Conference Agreement 126-8 between Colombian Steamship Com- 
pany, Inc. (Grace Line), Panama Mail Steamship Company, and United 
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Fruit Company correcting error in recording of the names of member 
lines of the conference. 


Agreements Canceled 


2142 between McCormick Steamship Company and Oceanic & Orien- 
tal Navigation Company, which has been superseded by agreement 
5182. 

3831 between The Ocean Steam Ship Company, Ltd., China Mutual 
Steam Navigation Company, Ltd. (Blue Funnel Line), and Dollar 
Steamship Lines, Inc., Ltd., which has been superseded by agreement 
5250. 

3898 between Nippon Yusen Kaisha and Dollar Steamship Lines, 
Inc., Ltd., which has been superseded by agreement 5186. 

4917 between Luckenbach Steamship Company, Inc., and Carriso, 
Inc. (Flood Lines, Inc.), which has been superseded by agreement 5230. 


IMPROVEMENT OF WATERWAYS 


The War Department has announced allotments of water- 
way funds as follows: La Grange Bayou, Fla., dredging, $75,000; 
intracoastal waterway from Choctawhatchee Bay to Pensacola 
Bay, Fla., dredging, $15,000, and Boston Harbor, Mass., dredg- 
ing, $65,000. 





Cc. OF C. AND MERCHANT MARINE 


After a meeting of its board of directors the Chamber of 
Commerce of the United States announced that a referendum 
of the membership on merchant marine legislation probably 
would be held. 





AMERICAN-HAWAIIAN STATEMENT 


The consolidated report of the American-Hawaiian Steam- 
ship Company and subsidiary companies shows in May, 1936, 
that the net profit from operation was $198,583.05, as compared 
to a net profit of $33,095.70 in May, 1935. After allowing for 
depreciation and after capital gains or losses there was a net 
profit of $149,044.22, as compared to a net loss of $13,759.84 the 
year before. 

For the five months ending May 31, 1936, the net profit from 
operation was $648,682.60 as compared to a net loss of $65,680.91 
for the same period in 1935. The net profit after allowing for 
depreciation and after capital gains or losses for the five months 
ending May 31, 1936, was $390,082.60 as compared to a net 
loss of $326,370.27 for the same period in 1935. 


ROLLING STOCK ADDITIONS 


Class I railroads of the United States had more new 
freight cars on order on June 1, last, than they have had on 
this date since 1930, according to the Association of American 
Railroads. 

New freight cars on order on June 1 totaled 25,748, com: 
pared with 1,479 cars on June 1, 1935; 20,011 cars on June 1, 
1934, and 30,680 on June 1, 1930. On May 1, last, there were 
18,467 cars on order in shops throughout the country. 

New steam locomotives on order on June 1, this year, 
totaled 58, and new electric and diesel locomotives 30, com- 
pared with 10 steam locomotives and 37 electrics and diesel 
on order a year ago, and 40 steam and 107 electric and diesel 
locomotives on order June 1, 1934. 

New freight cars placed in service from January 1 to May 
31, this year, aggregated 8,948, compared with 1,294 in the 
— period of 1935, and 2,327 cars in the same period 
) : 

In the first five months of this year 9 steam and 8 electric 
and diesel locomotives were installed in service as against 20 
steam and 55 electric and diesel locomotives in the correspond- 
ing period of 1935 and 1 steam and 6 electrics and diesel in 
the same period of 1934. 


TRAFFIC LEAGUE CONSTITUTIONAL AMENDMENTS 


The National Industrial Traffic League will vote on two 
changes in its constitution at its meeting at the Pennsylvania 
Hotel, New York, November 19 and 20. Notice of the proposed 
changes has been sent to members. The first is in the pre- 
amble, in which it is proposed to change the word “railways” 
to “carriers,” in the statement that is one of the objects of 
the League to promote “a thorough understanding upon the 
part of the railways and the shipping public of each other's 
needs.” The amendment would also change the purpose “to 
assist in the enactment of clearly defined laws governing inter- 
state commerce,” to “laws covering the traffic subject to con- 
gressional enactment.” 

It is also proposed to amend paragraph 5, of section 8, to 
confine additional memberships, the dues for which are $25 a 
year, to members paying annual dues of more than $100. Under 
the proposal, members paying less than $100 in annual dues 
would pay $35 for additional memberships. 
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Traffic Management in Foreign Trade 


(Twenty-Seventh of Thirty-Six Articles on Industrial Traffic Man- 
agement by G. Lloyd Wilson, Professor of Transportation and Public 
Utilities, University of Pennsylvania, and Chairman, Committee on 
Education and Research, Associated Traffic Clubs of America.) 


NDUSTRIAL traffic departments are often called on to 
render traffic and transportation services or to give advice 
relating to export and import trade, acting in cooperation 

with other departments as parts of foreign trading organiza- 
tions. The export and import departments of many industries 
utilize the regular departments of the industrial enterprises in 
foreign trade work, the departments performing, as parts of 
their duties, the specialized foreign trade functions that are 
required of them. In other cases separate export or import 
departments function in connection with all phases of foreign 
trade work. Regardless of the type of export or importing 
organization, the traffic dpeartment is often called on to attend 
to all traffic and transportation matters connected with foreign 
shipments. This is a double task, for the goods must be 
packed, marked, shipped, traced, expedited, and routed in the 
United States yp to the ports of export, and then forwarded 
from the ports to the destinations abroad, and import shipments 
must be handled to the ports of import in the United States, 
and from the ports of import to destinations in this country. 


Traffic Department and Export Shipments 


Copies of all purchase orders placed with suppliers by the 
purchasing department are transmitted by the export depart- 
ment to the traffic department if the goods are to be exported. 
The traffic department attends to all arrangements in connec- 
tion with the orders from the time the orders are placed with 


_the manufacturers or other suppliers in the United States. 


The expeditors of the traffic department keep in touch with 
all the manufacturers with whom orders comprising parts of 
shipments are placed. Whenever possible, small lots of goods 
are consolidated into larger shipments so that the movements 
may be made from the manufacturing centers to the ports in 
solid carload lots. Whether carloads or less, the shipments 
are expedited so that they may be placed at the ports in time 
for the sailings they are scheduled to make. 

The shipments are routed by the traffic department unless 
routing instructions are specified by the foreign buyer. This 
applies not only to the movements from interior points to the 
ports, but to the steamship routing from the ports of the 
United States to destinations abroad. The extent to which 
the traffic department controls the selection of routes depends 
primarily on the terms on which the goods are sold. This 
subject will be discussed later. 


The traffic department engages space for the goods aboard 
steamships either directly, by contract with the steamship line, 
or indirectly, through a steamship broker or agent who may 
control space at the time required and to the ports to which 
service is required. 


Shipping permits, dock receipts, ocean steamship bills’ of 
lading, export declarations, and other shipping documents are 
obtained by the traffic department from the agents of the 
steamship companies, steamship brokers, freight forwarders, 
foreign consuls, or other agencies involved in foreign shipping 
transactions. The documents that pertain to the transporta- 
tion of the goods are prepared by members of the traffic 
department, while those that relate to the sales contract and 
prices are attended to by the accounting, invoicing, and finan- 
cial departments or bureaus of the organization. Marine 
insurance to protect the goods while in transit is arranged for 
either by the traffic department or by the department attend- 
ing to the financial and insurance details of the transactions. 

In any event, copies of the shipping papers are sent to 
the departments responsible for preparing the invoices and to 
the accounting department, so that proper entries may be made 
in the books. 


The traffic department, cooperating with the purchasing 
department, prepares instructions to guide the suppliers of 
goods purchased for export. These instructions are communi- 
cated to the manufacturers before the goods are shipped, speci- 
fying the terms of the contracts, the form of packing to be 
used, the marking of the shipments, the execution of shipping 
papers, and other vitally important instructions. 


Safe Packing 


The traffic departments of industries engaged in foreign 
trade must attend to the transportation of export or import 
foreign traffic or, if the goods are bought of other companies 
to be exported, detailed instructions must be given to the 


suppliers to insure the safe and economical transportation of 
the goods. 

Shipments to or from certain foreign countries in many 
sections of the world are exposed to frequent and often rough 
handling, unavoidable, in many cases, due to the fact that 
freight is often loaded on or discharged from the vessels in 
the open sea, where both the lighters and the vessels are con- 
tinually pitching and rolling. There are often no protected 
harbors where freight can be discharged directly from steamers 
to piers, wharves, or quays. It is important, therefore, that the 
packing instructions be made to suit conditions in each country 
and that the specifications be rigidly adhered to. 

In cases of loss or damage due to improper packing, it 
must be borne by the shippers, since the carriers can disclaim 
responsibility under the bills of lading contract, which provides 
that the carriers are not responsible for breakage due to im- 
proper preparation of the goods for transportation. 

Even if the goods are covered by marine insurance, the 
owner may not be reimbursed for loss from breakage if the 
goods are not properly packed. Marine insurance underwriters 
have representatives at the ports to inspect shipments and the 
companies may properly refuse to pay claims on losses due to 
what the inspectors and other witnesses consider improper and 
faulty packing. 

Shippers who wish to develop export trade must be sure 
all shipments are packed in the proper manner, so that losses 
through breakage or loss due to inadequate packing may be 
minimized. 

It is important that suppliers properly pack freight for 
export. The companies for which the shipments are made may 
rightfully insist on reimbursement for loss or damage due to 
improper packing. Should shipments arrive at the ports of 
export in such condition that it is obvious that the packing is 
not sufficiently strong to withstand ocean transportation, they 
must be repacked. The buyers customarily charge the sup- 
pliers for the costs of repacking and the careless packer is 
likely to lose lucrative business. 

Export shipments often require inland and ocean trans- 
portation with several transhipments or rehandlings in transit. 
It is important, therefore, that the most meticulous care and 
best possible methods be used in selecting containers and in 
packing the goods in the containers. 

No specific rules can be laid down that will apply to the 
packing of all kinds of goods but, generally, all merchandise 
must be protected by substantial boxing and must be securely 
packed in the containers. Variations in the types of packing 
must be made to suit individual cases. While the packing 
should be as light in weight as possible, to reduce the ocean 
freight and duty charges, the first and most important con- 
sideration is safe handling. 

Brittle wooden boxes or crates should never be used. Good 
tough wood should always be used for outside boxes or crates, 
and each case or crate should be firmly bound with metal 
straps and thoroughly reinforced so that the boards cannot 
easily be removed and so that the boxes or crates will not 
burst when dropped on the corners. 

Miscellaneous raerchandise should be packed in medium 
sized cases. Small boxed goods should be crated securely in 
packages of relatively small size, preferably not exceeding 150 
pounds in weight. 

Machinery, hardware, and similar bulky or heavy freight 
requires somewhat different methods of packing, but the same 
principles of protection apply. To minimize breakage and loss, 
particular attention should be given to see that all cases, 
bundles, crates, barrels, kegs, and other containers, are suf- 
ficiently strong and fastened to carry to destination’ despite the 
roughest handling to which the freight is likely to be subjected. 

Cases, crates, or packages containing machinery or parts 
should be as small and as light as possible consistent with the 
nature of the material. All parts should be packed snugly in 
the cases or crates, because slight movement of the goods 
within the containers may result in serious damage. Pieces of 
irregular shape should be braced at every curve and angle 
and the box itself reinforced, inside and outside, so as to with- 
stand the shock of falling. 

Machinery, whether in crates or boxes, should be suf- 
ficiently protected by vaseline or some similar oily or greasy 
substance to prevent rust, if the goods are likely to be exposed 
to moisture. 

Articles easily damaged by salt water, in addition to be- 
ing packed as described above, should also be protected by 
lining the case with heavy waterproof paper or tin. Goods 
of great density should be packed in containers as small as 
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possible and in very strong cases or galvanized iron kegs, re- 
inforced at ends and circumference with additional iron hoops 
or bands 

Space within containers of all kinds not occupied by the 
goods themselves must be thoroughly braced, not only to pre- 
vent the contents of the case from shifting about within, but 
to brace the weak spaces in the cases to prevent them giving 
way when crushed by other and heavier pieces or when fall- 
ing on the ends of the containers. 

Another urgent reason for sturdy packing is the danger 
of the pilferage of the goods in transit. Containers, the marks 
of which do not indicate the nature of the contents, are much 
more likely to be immune from pilferage than those that bear 
on the covers or packing a description of the wares inside. 
Descriptive markings should, therefore, be avoided whenever 
possible. 

Marking Foreign Shipments 


All marking must be done with stencil. Foreign customs 
laws often specify that marking must not be done with a brush, 
crayon, or chalk. 

Letters and figures should be as large as the size of pack- 
age will permit, up to two or two and one-half inches in height 
to increase their legibility. 

The following markings on each separate box, crate, bundle 
or piece are required by one large American exporter: Name 
of the consignee; destination; requisition number; order num- 
ber; gross weight, in pounds or kilos, depending on the country 
to which exported; number of the case; export mark; cautionary 
marks or symbols. 


Marks should, whenever possible, be placed on two sides 
of packages. All old marks must be obliterated. Black water- 
proof marking or stencil paint should be used in all cases and 
no marking should be placed on the packages to indicate the 
kind of goods contained, except when necessary as a precau- 
tion to obtain careful handling. 


Export Shipping Papers 


A typical exporting company requires that five bills on 
voucher forms and five packing lists be made for each ship- 
ment. These papers give all items of information concerning 
consignee, destination, route, requisition and order number, 
weights, and description of the goods. The original and dupli- 
cate bills are sent with the original and duplicate packing lists, 
together with the original railroad bills of lading or express 
receipts, by mail the day goods are shipped, to the traffic man- 
ager of the exporting corporation. 

On the same day, three copies of bills and three copies of 
packing lists, together with memorandum copies of railroad 
bills of lading or express receipts, are sent to the forwarding 
agents named in the shipping instructions. 

The prompt mailing of invoices, packing lists, and other 
documents, as requested, is important in order to avoid delay 
in clearing the shipments through the ports of exit. It is neces- 
sary that the packing lists be made out correctly and in com- 
plete detail showing all pertinent information. All marks, 
numbers, and gross weights on packing lists should agree 
exactly with the marks, numbers, and gross weights on the 
packages. Foreign customs officials often allow a variation 
of only small variations in weights and any excesses are subject 
to fine. It is important, therefore, that great care be exercised 
in stating the exact net and gross weights. 

If more than one item of merchandise is packed in a pack- 
age, separate entries of each item should be made showing 
the net weights of each item on the packing lists. In filling 
out packing lists, the merchandise must be described in specific 
and not in general terms. General designations should not be 
used, because such general descriptions are not recognized by 
the collectors of customs, who require complete descriptions 
specifying the kinds, quantities, and values of the merchandise. 


Shipping Permits and Dock Receipts 


When arrangements are completed between the export 
shippers and the steamship operators for space and rates, 
shipping permits are issued by the steamship lines authorizing 
the receiving clerks at the piers to receive the amounts and 
kinds of freight from the shippers designated on or between 
the dates shown in the permits. The permits are shown for 
each vehicle load or carload delivered to the piers or to the 
vessel sides. Receipts, known as dock receipts, are issued for 
each lot of the freight as received at the receiving places. 


Export Declarations and Consular Invoices 


After all the freight called for in the shipping permits is 
received at the docks or at ship-side, the export shipper pre- 
pares an export declaration to be filed with the representatives 
of the U. S. government at the ports describing the complete 
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contents of each shipment, the shippers’ and consignees’ names 
and addresses, value and other data used as the source of the 
statistics of the export trade of the United States. Export 
declarations must be sworn to as complete and correct by the 
shippers or by their duly qualified representatives. Foreign 
freight forwarders serve in this capacity. 

The customs regulations of a number of foreign countries, 
including notably Central and South American nations, require 
that shipments exported from the United States to them be 
accompanied by consular invoices that state the kind, quantity, 
value, source of production, and other facts respecting the 
shipments. These documents are sworn to and viséd at the 
consulates of the countries to which the goods are forwarded. 
They are used to base customs duties and for import informa- 
tion by the importing nations. Great care must be exercised 
in preparing them, for extra duties and fines are assessed if 
the documents are improperly prepared. 

Nations that have commercial treaties with the United 
States containing “most favored nation” clauses accord lower 
bases of duties to goods from the United States in return for 
similar concessions given by the United States to goods from 
these countries. In order to identify the goods as the bona 
fide products of this country, certificates of origin are executed 
and sent with the shipments so that the importers abroad may 
use these documents to obtain concessions in customs duties. 

“Non-dumping” certificates stating that the prices at which 
the goods are sold to the customer abroad are not lower and the 
discounts given the foreign buyers are not greater than those 
given buyers of identical goods in the domestic market at the 
dates the transactions are made are required by certain nations 
in order to safeguard their industries from the “dumping” of 
excess goods and ruinously low prices. 

Additional special papers are required in certain trades 
and in connection with exports to certain countries that are 
not necessary to be described here. 


Ocean Bilis of Lading 


The execution of ocean bills of lading is not as simple or 
as standardized a task as the preparation of an inland rail- 
road bill of lading. Ocean bills of lading are formidable docu- 
ments of great size and with numerous clauses and conditions 
that are by no means uniform in phraseology or purport. If 
the overseas shipments are of considerable size, such as car- 
loads or large less than carload shipments of thousands of 
pounds, the blank bills of lading of the steamship lines by 
which the goods are to be forwarded are filled in by clerks 
in the traffic departments of the shippers and taken to the 
agencies of the steamship lines together with the dock receipts 
signed by the receiving clerks of the lines to be signed. 

Many steamship lines have minimum amounts of freight 
set for which bills of lading will be issued. If the freight 
charges on individual shipments are less than required mini- 
mum weights, the shippers are obliged to pay the differences 
before bills of lading are issued. 


Marine insurance, covering the goods against risk of loss 
from the perils of the sea, sinking, stranding, jettison, barratry, 
salvage loss, fire, collision, or the risk of war or piracy, must 
be placed on the goods to be exported in the amounts and for 
the perils against which indemnity is required. The nature 
and amount of marine insurance is determined by the terms 
of the contracts of sale with the purchasers abroad and the 
wishes of the exporters. Certificates of marine insurance are 
important parts of the export shipping papers required to sup- 
port the drafts. 


Foreign Trade Quotation Bases 


The principal forms of export price quotations used in 
the export trade of the United States include the following 
terms: 


F. O. B. (Free on Board) destination (named point), means that 
the vendor or seller pays all charges and assumes all risks until the 
goods are delivered at the destination named. 

F. O. B. (Free on Board) steamer, port of (named port), means 
that the vendor pays all charges and assumes all risks until the goods 
the delivered properly packed and marked in exact accordance with 
instructions on board steamer at the United States port designated. 

F. A. S. (Free Along Side) steamer, port of (named port), means 
that the seller pays all charges and assumes all risks until the goods 
are delivered properly packed and marked in exact accordance with in- 
structions alongside steamer or lighter or on receiving pler of steamship 
company at the United States port designated. 

F. O. B. (Free on Board) point of shipment, means that the seller 
delivers the goods, properly packed and marked in exact accordance 
with instructions on board railroad cars or railroad receiving platform 
at point or origin. 

Cc. I. F. (Cost, Insurance and Freight)) foreign port, means that 
the seller must make the freight contract and pay freight charges suf- 
ficient to carry goods to agreed destination; take out and pay for the 
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necessary marine insurance, also war risk insurance, where necessary; 
and be responsible for loss and for damage until goods have been de- 
livered alongside the ship, and a clean ocean bill of lading and an in- 
surance policy have been delivered to the buyer or his agent. 


i Success in export trade depends largely on the correct 
interpretation and application of these basic terms. 


An export shipment of 500 tons of steel bars from an 
exporter in Chicago to a buyer in Paris, France, would involve 
the following items at the rates assumed: 


500 tons of steel bars—Chicago, Illinois to Paris, France, 
via New York, N. Y., and La Havre, France 


Item 
Be Se IE mW OE OD ain ns cnc ct cccctcvcveccecccs $18,000.00 
a PetRing for export at $2.00 per ton ......cccccccscevcccves 500.00 
3. Loading at point of origin at $1.00 per ton ............... 500.00 
4. Railroad freight charges Chicago, Ill., to New York at 

49c per cwt. or $9.80 per ton including lighterage ...... 4,900.00 
5. Stevedoring at the port of export at $.50 per ton ......... 250.00 
6. Ocean freight charges at $5.00 per ton .................05. $ 2,500.00 
er rs eee ne on caicees pbhenwessneces 60.00 
8. Stevedoring at La Havre, France ...............ccceeeees 150.00 
9. Railway freight charges La Havre to Paris, France, 10c per 

ene I yo nem cick a dno de<cde chicas cususecca 1,000.00 


Thus, the various quotations would be as follows: 
I, F. O. B. cars Paris (composed of items 1 to 9 inclusive) . .$27,860.00 
II, F. O. B. vessel New York City (composed of items 1, 2, 3, 


ee ot eet 6 alas oath die & Gao iccats we we eek, 4 we asarersie bd Aare ace 24,150.00 
Ill. F. O. B. cars Pittsburgh, Pa. (composed of items 1, 2 and 

es das Sede TAS Aba HER Ge EEGADOUOD sicbb abd oa toclecsaechxberc 19,000.00 
IV. F. A. S. vessel New York City (composed of items 1, 2, 3, 

a” inch bbe upd nese teed baae aac ckees da Ueb-0 vie owee cece 23,900.00 
V. C. I. F. LaHavre, France (composed of items 1, 2, 3, 4, 

ee at Re ee ee 26,710.00 


Foreign Freight Forwarders 


Many industrial concerns have only small amounts of 
business for export or have embarked in the export trade so 
recently that they are without experience in this highly com- 
plicated phase of transportation. The growth in volume and 
complications of international trade and the spread of manu- 
facturing industries to inland cities far removed from the ports 
and contact with steamship lines, ship brokers, marine insur- 
ance agencies, customs and consular offices, have made it in- 
creasingly difficult for inland exporters to conduct foreign ship- 
ing correctly and economically without the aid of specialists. 

Foreign freight forwarders have come to feel this need. 
These individuals or companies act as the representatives of 
exporters in connection with the handling of foreign shipments 
and, for fees, they attend to all details connected with the 
transportation, clearance, billing, and insurance of goods for 
overseas markets. ‘ 


Freight forwarders also perform the useful function of 
gathering together shipments of small quantities of goods from 
several exporting shippers in the United States for the same 
ports of entry abroad and combining them into single ship- 
ments, the freight charges on which exceed the minima required 
for bills of lading to be issued. These combined or joint ship- 
ments are offered to the steamship lines by the freight for- 
warders as the shipments of the forwarders and a single bill 
of lading is issued for each combined shipment. The foreign 
freight forwarders stand in the position of shippers as far, 
as the steamship lines are concerned, and the combined ship- 
ments are consigned to the branches of the forwarders or to 
their correspondents at the foreign ports of entry. Instruc- 
tions are given the branches or correspondents abroad as to 
the distribution of the combined shipments to their true con- 
signees. Combinations of this sort by forwarders tend to 
reduce materially the costs of ocean freight transportation to 
small shippers in the United States. 


Freight forwarders, in addition to attending to all phases 
of the preparation of the goods, transporting them to the ports 
and starting them properly on their voyage to the overseas 
markets, perform other non-transportation functions for their 
principals, the exporting merchants or manufacturers. They 
often assist in financing export shipments, in purchasing and 
selling goods abroad for importers and exporters, assist in cash- 
ing drafts, supply information as to foreign markets and buyers, 
obtain shipping and credit information, own and operate ware- 
houses at ports in the United States and sometimes in foreign 
ports, represent foreign buyers or sellers of goods in the United 
States, handle collect on delivery shipments, forward samples 
to prospective customers, discount drafts, maintain foreign 
banking connections, negotiate loans, and represent marine and 
other insurance companies. 


Many of the large foreign freight forwarders not only 
represent export shippers in connection with traffic and trans- 
portation matters and assist in supplying information, advice, 
and other services, but are closely connected with overseas 
transportation lines. These forwarding houses often sell steam- 


The Traffic World 


PAGE 1259 





ship passenger tickets, solicit freight traffic for the steamship 
lines, organize and develop tours, and sometimes own and 
operate steamships or act as the representatives of steamship 
lines. 


Traffic Management and Importing 


The importation of goods of foreign production or manu- 
facture into the United States involves the performance of 
special functions by the traffic departments of the importing 
companies. Many manufacturing companies in the United 
States purchase raw materials from abroad, merchants import 
foreign manufactured goods, and concerns that specialize in 
importation conduct their entire business activity in this spe- 
cialized and highly technical field. 

The duties connected with the arrangement for transpor- 
tation to the ports, port services, steamer space, ocean shipping 
papers, marine insurance, and foreign shipping papers men- 
tioned above in connection with the export functions of traffic 
departments are also attended to by traffic departments of 
importing companies in connection with import shipments. The 
details of the arrangements for these services differ, the direc- 
tion of the movement of the goods is reversed, and the nature 
and provisions of certain of the shipping and other documents 
vary considerably, but the principle of the functions does not. 

In addition, the importing companies must arrange for 
the payment of United States Customs’ duties; arrange for 
entry bonds; for consumption entry or for warehouse entry; 
arrange for drawbacks if the goods are to be reexported sub- 
sequently; arrange for entry at interior points and the trans- 
portation of the goods in bond; arrange for free entry if goods 
are on the free list. 

The clearance of goods through customs is often attended 
to for importing companies by customs brokers. 


SOUTHEAST CARLOADING FORECAST 


An increase of 10 per cent in the carloadings of all com- 
modities is expected in the territory covered by the Southeast 
Shippers’ Advisory Boards in the three months from July 1 to 
September 30 this year as compared with the same months 
last year, according to the reports of the various commodity 
committees of the board. An increase of 25 per cent is pre- 
dicted in the carloadings of lumber and forest products, and 
of 23 per cent in the carloadings of pulp, paper and products. 
The increase in furniture is estimated at 15 per cent, and 10 
per cent increases are looked for in brick, clay and products; 
cement, crushed stone, sand, gravel and slag; grain and grain 
products; iron and steel; naval stores, and miscellaneous load- 
ings. Decreases are predicted on only three commodities: 
Cottonseed and products, 10 per cent; fertilizer and materials, 
9 per cent, and fresh vegetables other than potatoes, 7 per 
cent. 

The fall meeting of the Southeast board will be held at 
Atlanta, Ga., September 17. 


MIDWEST SHIPPERS’ BOARD 


The Midwest Shippers’ Advisory Board will meet at the 
Hotel Northland, Green Bay, Wis., July 9. J. E. Bryan, gen- 
eral chairman, will preside. There will be the usual reports 
from commodity committee chairmen and from representatives 
of railroads. W. D. Beck, district manager, car service division, 
A. A. R., will report on transportation condition in the terri- 
tory covered by the board, and L. M. Betts, manager, closed 
car section, car service division, will report on general trans- 
portation conditions. There will be an address by J. M. Symes, 
vice-president, operations and maintenance department, A. A. R. 
The meeting will close with a” resume of the committee re- 
ports and carloading forecasts by W. Y. Wildman, general sec- 
retary of the board. 

At a luncheon at the Hotel Northland on the day of the 
meeting, Frank P. Vaughan, manager, Bay West Paper Com- 
pany, president of the Green Bay Association of mmerce 
and president of the Wisconsin Chamber of Commerce, will 
be the speaker. 

Members of the board received, together with their 
notices of the meeting, a letter from Mr. Beck’s office urging 
the routing of foreign freight cars, so far as possible, toward 
the owners’ rails. The letter also suggested ordering cars as 
far in advance as possible and specifying, at the time of order- 
ing, the routing and destination of the loaded car. Accompany- 
ing the letter was a chart intended to assist the shipper in the 
selection of foreign-owned cars for loading in specified direc- 
tions and along selected routings. 





You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

mature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 





Delay—Liability of Carrier Where Shipper Not Notified of 
Possibility of Delay 


Pennsylvania.—Question: What is the responsibility of a 
common carrier when it accepts cars for transportation over 
a route which is impossible account of flood conditions? We 
refer in particular to recent Pennsylvania floods. On or about 
March 18, A railroad knew that its tracks east of Pittsburgh 
had been washed out and that the flood had not reached its 
height. At that time and for several days thereafter, A rail- 
road continued to accept perishable freight from western roads 
at Chicago and other gateways for shipment to New York, 
Philadelphia, and other eastern cities over its route. Inquiry 
was made by consignees and traffic representatives of A rail- 
road informed consignees they would continue to accept cars 
for movement over their line. 

We contend that while the flood was an act of God and 
possibly the railroad may not be held responsible for damage 
to cars in the flood area at the time the flood occurred, it 
exercised poor judgment and committed gross negligence by 
accepting cars at Chicago and other points at a time when 
it was evident that the cars would be delayed for an indefinite 
—_— and thereby cause deterioration to perishable merchan- 

ise. 

Furthermore, we contend that A railroad should have de- 
clared an emergency and routed cars of perishable freight over 
other routes which were known to be open to destination. 

Please quote any decisions in connection with this sub- 
ject. 


Answer: Where goods are tendered to a carrier for trans- 
portation, it is bound to advise the shipper as to any cause 
likely to delay transportation, which cause is within its knowl- 
edge, or within its fair and reasonable means of knowledge, 
and not within the knowledge of the shipper; and, if it fails in 
its duty in this respect, a delay in the transportation of the 
goods will not be excused, and that, too, irrespective of the 
nature of the cause. The acceptance of goods for shipment 
without notifying the shipper of the fact that they cannot be 
promptly delivered is tantamount to an assurance that they 
will be delivered within a reasonable time, except for the 
intervening of causes of subsequent occurrence. Atlantic C. L. 
R. Co. vs. Southern Georgia Milling Co., 161 S. E. 282; Mis- 
souri, etc., R. Co. vs. Stark Grain Co., 3 S. W. 410. 

When, however, the carrier has complied with its duty in 
respect of giving notice, it should not be held liable for a delay 
which it cannot prevent if the shipper still insists on delivering 
his property for shipment and an express agreement between 
the shipper and carrier is not necessary to exempt the carrier 
from liability for delay in delivery due to such conditions. 
See, R. Co. vs. Haase, 226 S. W. 448: Ott vs. R. Co., 169 Pac. 
957; Boyd vs. Kind, 167 N. W. 901; Grain Co. vs. Ry. Co., 172 
N. Y. S. 740. 


Damages—Trade Discount 


New York.—Question: We have several claims filed with 
. steamship company which is subject to Shipping Board Juris- 

iction. 

This carrier asserts that he is entitled to trade discounts 
which are customarily made by the seller. Incidentally, the 
latter is the shipper and the claimant in this instance. 

According to our recollection, carriers are not entitled to 
receive any trade discounts but would appreciate your opinion, 
quoting, if possible, court authorities to support it. 

Answer: Ordinarily the measure of damages for loss of or 
injury to goods is the market value at point of destination, less 
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freight charges, if not paid. In numerous cases this principle 
is laid down, among which are the following: Y. & M. V. R. 
Co. vs. Shell, 265 S. W. 758; Zimmers vs. Southern Ry., 92 Sou. 
437; Liberty Sales Co. vs. Director-General, 198 N. Y. S. 253; 
Orange National Bank vs. Sou. Pac. Co., 110 Sou. 329; Waters 
vs. Beckers, 186 N. W. 167; Forest Green Farmers’ Elec. Co. 
vs. Davis, 270 S. W. 394. 

Damages for loss of goods in transit are to be computed 
at the time and place of delivery and not at the time and place 
of shipment. Leominster Fuel Co. vs. N. Y. N. H. & H. R. Co., 
154 N. E. 831; G. C. & S. F. vs. Buckholts State Bank, 258 
Sou. 491; Y. & M. V. vs. Delta Grocery Co., 98 Sou. 777; Heid- 
ritter Lumber Co. vs. C. R. R. of N. J., 122 Atl. 691; Crail vs. 
Ill. Cent., 12 Fed. (2d) 459. 

The invoice price, where there is an established market 
value at point of destination, may not be used to measure the 
carrier’s liability under the decisions in the following cases: 
Y. & M. V. vs. Delta Grocery Co., 98 Sou. 777; L. & N. R. Co. 
vs. Shaeffer, 280 S. W. 974; Hatch vs. N. Y. C., 203 N. Y. S. 
807; King vs. G. H. & S. A. Ry. Co., 379 S. W. 491; P. & S. F. 
R. Co. vs. Shell, 265 S. W. 758. 

The invoice price, however, is some evidence of market 
value, but does not, in itself, constitute market value. See M. 
& M. Trans. Co. vs. Branch, 282 Fed. 494; Smith vs. L. & N. 
R. Co., 209 N. W. 465; Kuney vs. C. & N. W. Ry. Co., 107 N. W. 
708; Collins & G. R. Co. vs. Beasley, 136 S. E. 167; Feelyater 
vs. C. M. & St. P., 190 N. W. 193; The Cabo Villano, 18 Fed. 
(2d) 220; Sou. Ry. Co. vs. Northwestern Fruit Exchange, 98 
Sou. 382; A. C. L. R. Co. vs. Stovall-Pace Co., 118 S. W. 68; 
The Asuarca, 13 Fed. (2d) 222; N. Y. P. & N. R. Co. vs. 
Bundick-Taylor-Corbin-Handy Co., 122 S. E. 261; Davis, Direc- 
tor-General vs. Zimmern, 99 Sou. 307. 

In the voluntary settlement of claims the invoice price is 
a convenient basis for determining the amount of the claim. 

We cannot, of course, locate cases which lay down a rule 
for the voluntary settlement of claims, nor do we locate any 
case in which the matter of a trade discount was involved. 
However, it is our opinion that if the invoice price, subject 
to a trade discount, is used as the basis for the settlement of 
a claim, the trade discount is a proper deduction, assuming, of 
course, that the discount is allowed with respect to the par- 
ticular shipment. 


Tariff Interpretation—Machinery 


Minnesota.—Question: Northern Pacific Freight Tariff 
4381B, I. C. C. 9218, page 7, provides for Column F rates on 
all kinds of freight with exceptions, including ‘Machinery and 
Machines, also Machinery Parts, all kinds, as described in the 
Western Classification.” In Consolidated Classification No..,9, 
page 138, it provides for cranes and derricks and you will note 
that this classification description is neither under the head of 
machinery or makes any mention of machinery. However, the 
Commission has ruled that road rollers, cranes, etc., are ma- 
chines, even though they are not under the head of machinery 
in the classification. 

Therefore, I wish you would kindly advise whether or 

not in your opinion the exceptions in the tariff in question on 
machinery would exclude cranes and derricks, as you will note 
the item states, “As described in the Western Classification” 
and it seems that cranes and derricks are not described as 
machinery in the Classification. 
} Answer: We are unable to locate a decision of the Com- 
mission in which this question has been at issue. However, in 
the case to which no doubt you have reference, namely Law- 
rence Construction Co. vs. Louisville & N., 5 I. C. C. 439, the 
Commission held that a rating in an exception sheet on ma- 
chinery and machines, rated 6th class in carloads in Southern 
Classification applied on steam rollers even though that article 
was not listed in the classification under the heading of Ma- 
chinery and Machines. 


Furthermore, in Phoenix Utility Co. vs. Erie R. Co., 179 
I. C. C. 197, the Commission held that the rate on machinery, 
carload, applied on power concrete mixers, electric hoisting 
derricks, and power shovels, although these articles are spe- 
cifically rated in the governing classification, the Commission 
citing the decision in the Lawrence Construction case referred 
to above. The Commission stated that these articles are 
machinery within the ordinary meaning of the word, and that 
since the tariff did not disclose a contrary intention the rate on 
machinery, carload, would apply thereon. 

We believe that the same ruling would be made in the 
instant case. 


Sales—Duty of Seller to Provide Buyer with Remedy Against 
Carrier 


Louisiana.—Question: With reference to your answer to 
Iowa, on page 1114 of the June 6 issue of the Traffic World 
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under the heading “Sales—F. O. B.,” relative to the liability 
of the shipper in delivering merchandise to motor carriers or 
buyer’s own equipment who have not complied with state and 


federal regulations, which is very interesting, we would appre- 


ciate your further explanation. 

In question 3, as follows: “If the truck is insured and has 
not complied with the various state regulations and the regu- 
lations of the Interstate Commerce Commission,” you fail to 
state whether the shipper is liable in the event the carrier, 
where such equipment is not owned by the buyer, has not com- 
plied with the regulations as above described. 

_ We can appreciate the fact that it would be difficult for the 
shipper, under present conditions, to ascertain whether or not 
a carrier is operating lawfully. 

Under Section 222, paragraph “C,” Motor Carrier Act of 
1935, you will note this point is covered. 

Answer: Ordinarily, the seller must in delivering the goods 
to the carrier exercise due care and diligence to provide the 
buyer a remedy over against the carrier in case of their loss 
or destruction. Under the provisions of the uniform sale of 
goods act, which is considered declaratory of the common law, 
“unless otherwise authorized by the buyer, the seller must 
make such contract with the carrier on behalf of the buyer 
as may be reasonable, having regard to the nature of the goods 
and the other circumstances of the case. If the seller omits 
so to do, and the goods are lost or damaged in course of transit, 
the buyer may decline to treat the delivery to the carrier as a 
delivery to himself, or may hold the seller responsible in 
damages.” 

In Miller vs. Harvey, 221 N. Y. 54, 116 N. E. 781, it was 
held that where the seller shipped the goods by express, but 
through failure to disclose their value, the liability of the ex- 
press company for their loss was limited to fifty dollars, about 
one-half their value, the delivery to the express company was 
not a delivery to the buyer, and therefore the loss of the goods 
in transit, as between the buyer and the seller, must be borne 
by the latter. 

The above statement of the law would govern as to the 
responsibility of the seller in the delivery of goods where a 
particular carrier is not designated by the buyer. 

As you state under present conditions it is quite difficult 
for a shipper to ascertain whether or not a carrier is operating 
lawfully, but if he exercises due diligence in the selection of 


geal it does not appear that liability can be imposed upon 
im. 





Doings of the Traffic Clubs 





The Women’s Traffic Club of Los Angeles and the Los 
Angeles Rail and Water Club gave a dinner in honor of J. M. 
Fitzgerald, vice-chairman, Committee on Public Relations of 
the Eastern Railroads, at the Clark Hotel June 22. Mr. Fitz- 
gerald spoke on “The Problems Confronting the Railroads and 
the Transportation Industry.” 





The annual outing of the York, Pa., Traffic Club was held 
at Conewago Inn June 25. A chicken dinner was served and 
there was a program of sports. 





V. W. McLeod, attorney, Gulf, Colorado and Santa Fe, 
was the speaker at a luncheon meeting of the Traffic and For- 
eign Trade Club of Galveston, Tex., at the Galvez Hotel June 
22. Sam Davis and J. S. Hershey were in charge of the pro- 
gram. On the evening of June 22 the club held an educa- 
tional meeting at the Galveston Chamber of Commerce. T. H. 
V. Storey, director, marine department, Beers, Kenison and 
Company, led the discussion of the settlement of claims be- 
tween shipper and carrier by means of general averages. 





The annual outing of the Women’s Traffic Club of Chi- 
cago will be held at The Inn, Beverly Shores, Ind., the week- 
end of July 4. Allanora Shantz, passenger agent, New York 
Central, chairman of the club’s program committee, is in charge 
of arrangements. Ellen Raymond, assistant general freight 
agent, Green Bay and Western, is assisting. 





J. M. Fitzgerald, vice-chairman, Committee on Public Re- 
lations of the Eastern Railroads, was the guest of honor and 
speaker at a luncheon of the Transportation Club of San Fran- 
cisco at the Palace Hotel June 25. Members of the Pacific 
Regional Advisory Board, attending a meeting in San Fran- 
cisco on that day, were guests. In the evening the club held 
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a dinner at the Palace Hotel at which the “Streamline Revue,” 
in two acts and 29 scenes, was presented. 





The annual outing and meeting of the Bridgeport, Conn., 
Traffic Association will be held at Greenfield Hill Country 
Club, Fairfield, Conn., July 9. There will be a golf tourna- 
ment. Dinner will be served at the club house, after which 
the annual meeting of the club will be held. 





The Traffic Club of Houston observed wholesale hardware 
day at a luncheon meeting at the Rice Hotel June 23. A. L. 
Bacarisse, sales and traffic manager, F. W. Heitmann Com- 
pany, spoke on “Present Transportation Problems.” There was 
a musical program. 





T. G. Differding, manager of the traffic department, Oak- 
land Chamber of Commerce, led a discussion on terminal 
operation at a meeting of the discussion group of the. Oak- 
land, Cal., Traffic Club at the Athens Athletic Club June 23. 
Others taking part in the discussion included B. R. Allen, 
Encinal Terminal, and A. C. Meadows, Port of Oakland. 





The annual picnic of the Traffic Club of Kansas City was 
held at Fairyland Park June 25. There was baseball, swimming 
and other sports, dancing and games. A barbecue dinner was 
served. The affair was in charge of P. C. Lang, A. E. Lucas 
and S. O. Belcher, designated “cheer leaders” for the occasion. 





The annual golf outing of the Traffic Club of Wilmington, 
Del., was held at the Concord Country Club June 22. Dinner 
was served. Prizes were awarded to A. V. Gimmel, A. D. 
Lesprince, H. M. Fisher, J. D. Counahan, J. F. Curran, R. W. 
Marshall and W. Grove. J. A. Kenney was chairman of the 
committee in charge. 





The Traffic Club of Dallas held its annual picnic June 27 
at Kidd Springs. There was a baseball game between repre- 
sentatives of the shippers and the carriers, and other sports. 
Refreshments were served. The affair was gratis to members 
of the club and their families. J. M. Allen, general chairman, 
picnic committee, was in charge. 

The Traffic Club of Minneapolis will hold a golf tourna- 
ment at Westwood Hills golf course June 30. There will be 
a number of prizes. Dinner will be served. L. T. Worrell is 
chairman of the club’s golf committee. 








The Twin City Women’s Traffic Club will hold a starlight 
dance voyage on board the Steamship Capitol on the Missis- 
sippi River July 17. 


1. C. C. PRACTITIONERS 


Tt. following have been admitted to practice before the 
Interstate Commerce Commission: Robt. H. Aarons, New York, 
N. Y.; Philip F. Biggins, Washington, D. C.; R. A. Brown, Des 
Moines, Ia.; Louis B. Bruman, New York, N. Y.; Wm. T. Bur- 
ris, Pueblo, Colo.; Frank T. Butler, Scranton, Pa.; Sidney A. 
Coco, Los Angeles, Calif.; Victor I. Cook, Baltimore, Md.; Wal- 
ter Wm. Dalton, Columbia, Mo.; Leon Dashew, Spring Valley, 
N. Y.; Geo. N. Davis, Macon, Mo.; Scott Elder, San Francisco, 
Calif.; Elmo M. Estill, Millersburg, O.; Mansfield Ferry, New 
York, N. Y.; Samuel Freedman, Atlantic City, N. J.; W. Gwynn 
Gardiner, Washington, D. C.; James A. Gillen, Chicago, IIL; 
Stanley L. Harter, Allentown, Pa.; John A. Hill, New York, 
N. Y.; H. W. Hobbs, San Francisco, Calif.; Louis A. Holmes, 
Washington, D. C.; Robt. S. Hutchison, Charlotte, N. C.; Harris 
J. Klein, New York, N. Y.; Elmer F. Marchino, Indianapolis, 
Ind.; James E. Maxwell, Washington, D. C.; A. F. McCallum, 
Chicago, Ill.; David B. McCalmont, Jr., Washington, D. C.; 
Harry J. McClean, Los Angeles, Calif.; A. Bliss McCrum, 
Charleston, W. Va.; Thomas F. McCue, Los Angeles, Calif.; 
David S. McHardy, Port Huron, Mich.; Wm. D. McKenzie, 
Chicago, Ill.; Meyer S. Miller, Chicago, Ill.; G. Frank Morris, 
Davenport, Ia.; Ernest P. C. Moss, Kansas City, Mo.; J. M. 
Murdoch, Chicago, Ill.; J. J. Neiger, Springfield, I1].; James C. 
Otis, St. Paul, Minn.; T. D. Pratt, New York, N. Y.; Gibson R. 
Randle, Austin, Tex.; Frank H. Rawlings, Ft. Worth, Tex.; 
Geo. Plunkett Red, Houston, Tex.; Daniel C. Rogers, Jefferson 
City, Mo.; Carlton Sard, Washington, D. C.; Jo E. Shaw, Hous- 
ton, Tex.; Edw. A. Smarak, Union City, N. J.; Howard C, 
Smiley, Kansas City, Mo.; Douglass D. Swanger, Philadelphia, 
Pa.; Joseph Thomas, Akron, Ohio; Gerald F. Tucker, Chicago, 
Ill.; Willis P. Tuller, Minneapolis, Minn.; F. A. Tutt, Wichita, 
Kans.; John J. Walsh, Jr., Boston, Mass.; Franz O. Willen- 
bucher, Washington, D. C.; Harry S. Wonnell, Hamilton, Ohio; 
Herbert W. Wright, Cherokee, Okla.; Edgar W. Young, Balti- 
more, Md. 5 | 
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| EVERY STEP 


From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The Trafic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 


Central Freight Association Decket 

Central Freight Asseciation Hearings 

Central Freight Associatien Coal, Coke & Iren Ore Decket 
Eastern Commodity Rate Revision Cemmittee Hearings 


Freight Container Bureau of the Association of American 
Railroads. 


6. Illinois Freight Association Docket 

7. National Diversion and Reconsignment Committee Hearings 
8 New England Freight Association Decket 
9 
10 











on = Oh 


New England Freight Associatien Hearings 

. Southern Freight Association Docket 
11. Seuthern Freight Association Dispositions 
12. Seuthern Freight Association Ceal & Coke Committee Decket 
13. Southern Perts Foreign Freight Committee Docket 
14. Seuthwestern Freight Bureau Docket 
15. Southwestern Freight Bureau Hearings 
16. Texas-Louisiana Tariff Bureau Docket 
17. Transcontinental Freight Bureau Applications 
18. Transcontinental Freight Bureau Dispesitiens 
19. Trunk Line Asseciation Decket 
26. Trunk Line Association Hearings 
21. Trunk Line Coal & Coke Cemmittee Docket 
22. Trunk Line Coal & Coke Committee Hearings 
23. Western Trunk Line Docket 
24. Western Trunk Line Hearings 
25. Western Trunk Line Dispositiens 
26. Joint Hearings of Rate Cemmittees 
27. Fourth Sectien Applicatiens 
28. Fourth Section Orders 
29. Short Notice Applications of Railroads 
30. Short Notice Permissions, Railroad and Truck. 


31. New Tariffs and Supplements Filed with the I. C. C. by Rail- 
roads and Trucks 


32. Tariffs Rejected by the I. C. C. 

33. Investigation and Suspension Orders 

34. Suspension Orders Vacated 

35. Released Rate Orders 

36. Express Tariffs Filed with the I. C. C. 

37. Shipping Beard Bureau Tariffs—Intercoasta) 

38. Shipping Board Bureau Tariffe—Other than Interceastal 
39. Shipping Board Bureau Shert Netice Applications 
40. Shipping Board Bureau Short Netice Permissions 
41. Shipping Beard Bureau Suspensien Orders 

42. Shipping Board Bureau Orders Vacating Suspension 
43. Tariffs Returned by the Shipping Board Bureau 
44. Consolidated Classification Decket 

45. Express Classification Decket 

46. Adeptien Netices 


47. — of Railroads, Trucks, Steamship Lines Filing First 
a 


48. Embargo Notices, Medificatiens and Cancellations 


Samples and full information free on request 


The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 


418 South Market St., Chicago 






The Traffic World 


Vol. LVII, No. 26 





KNOCKS OUT PENSION ACT 


The Traffic World Washington Bureau 
Justice Bailey, of the Supreme Court of the District of 


Columbia, June 26 held unconstitutional both the railroad re- 
tirement act and the act taxing railroad companies and railroad 


employes. 


The court issued an order restraining the govern- 


ment from collecting the taxes imposed by the taxing act. 
This holds up the railroad pension legislation and payment 
of pensions to railroad employes pending decision by the 
Supreme Court of the United States. 





Digest of New Complaints 





No. 


No. 


No. 


No. 


No. 


No. 


No. 


No, 


27436, Florin Foundry & Manufacturing Co., Florin, Pa., vs. Penn- 
sylvania-Reading Seashore Lines et al. 

Rates, sand, Manumuskin (Millville), N. J., and Elnora, Ushers, 
and Karner, N. Y., to Florin, Pa., in violation of section 1. Asks 
reparation. (Abner Pollack, practitioner, 1148 Manor Ave., New 
York, N. Y.) 

27437, Sioux City Seed Co., Sioux City, Ia., vs. Northern Pacific 
et al. 

Rate, dry peas, Ciudad Obregon, Mex., to Billings, Mont., in 
violation of section 1. Asks reparation. (E. L. Peterson, practi- 
tioner, Commerce Bldg., Sioux City, Ia.) 


27438, Wilson & Co., Inc., of Tennessee, Chicago, Ill., vs. Reading 
et al. 

Rates, kapok seed oil, Port Richmond Terminal, Philadelphia, 
Pa., to Chattanooga, Tenn., in violation of section 1. Asks rep- 
aration. (Louis R. Simpson, atty., 4100 S. Ashland Ave., Chicago, 
Til.) 

. 27439, Shannon and Farrell, Pittsburgh, Pa., vs. Louisville & Nash- 
ville et al. 


Rates, hogs, lambs and calves, Glasgow, and Hopkinsville, Ky., 
to Pittsburgh in violation of section 1. Ask new rates and repara- 
tion. (George E. Morcroft, t. m., 212 Fruit Exchange Bldg., Pitts- 
burgh, Pa.) 

BMC-C 10, Blue Arrow Transport Lines, Inc., 
vs. Brown Motor Freight Lines, Inc. 

Alleges that the rates filed by the defendant on petroleum prod- 
ucts (excepting gasoline) finished paper, paper board, groceries 
and provisions, between Chicago, Ill., Hammond and Whiting, Ind., 
and various Michigan points, are unreasonably low, unfair, de- 
structive, unreasonable, unremuneartive, below the lowest cost 
consistent with enabling such carriers to furish adequate and 
efficient transportation service under honest, economical and effi- 
cient management and in violation of the motor carrier act. Ask 
that the defendant be required to establish rates the Commission 
may deem reasonable and just. (Herbert G. Immenhausen, atty., 
111 West Washington St., Chicago, Ill.) 

27440, Pacific Coast Container Association, San Francisco, Calif., 
vs. Alton et al. 

Alleges that failure of carriers to have in their eastbound trans- 
continental tariff rules and regulations permitting test shipments 
of various commodities in fibre boxes for the purpose of deter- 
mining whether a new type or improved form of fibre container 
is adequate nad satisfactory for the transportation of articles in 
interstate commerce violates sections 1 and 3, the undue preference 
alleged being for commodities packed in other forms of containers 
and to manufacturers and users of wooden containers. Ask the 
establishment of rules and regulations with reference to the re- 
ceipt and transportation of test shipments in fibre boxes that the 
Commission may deem reasonable and just. Ask that this com- 
plaint be set for hearing at San Francisco, Calif., along with I. 
and S. No. 4206, now set for San Francisco, July 27. (John H. 
Burchmore, Nuel D. Belnap, and Luther M. Walter, attorneys, 
1522 First National Bank Bldg., Chicago, III.) 

27441, Midvale Co., Philadelphia, Pa., vs. Wheeling & Lake Erie 
et al. 

Rate, scrap iron, Zanesville, O., to Nicetown (Philadelphia), 
Pa., and Midvale-Nicetown (Philadelphia), Pa., in violation of 
section 1. Asks new rates and reparation. (Leo Tessler, prac- 
titioner, 1148 Manor Ave., New York, N. Y.) 

27442, Fleischer Bros. & Danziger, Inc., et al., New York, N. Y., 
zs A.C. LL. Oa. 

Rates, fresh vegetables, points in Florida to Pier 29, New York, 
N. Y., in violation of sections 1, 2 and 3, the undue preference 
alleged not being specified. (Lewis B. Thronton, 227 West St., 
New York, N. Y.) 

27443, Allied Barrel Corporation, Oil City, Pa., vs. C. B. & Q. 
et al. 

Rate, empty tight wood beer kegs, McClintock, Pa., to San 
Diego and Sacramento, Calif., in violation of section 1. Asks rep- 
aration. (L. V. Brandt, Stationery Mart Bldg., Van Buren and 
Jefferson Sts., Chicago, and John Andrew Ronan, atty., 11 South 
LaSalle St., Chicago, Ill.) 


et al., Chicago, Ill., 


The abstracts of tariff filings, rejections, suspen- 


sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 


sure their tariff files are up-to-date. 
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~The Mark of a Railroad 
on the Pages of History 











MINNESOTA 






WISCONSIN 





§. DAK. 


SIOUX FALLS Q; 


SIOUX CITY 


To close the gap between Chicago 
terminal and the railroad in lowa, rails 
were laid between Freeport and Chicago 
in 1888. . 


The present direct Illinois Central service 
between Great Lakes and. Missouri river 


dates from this year. 
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If time is worth money to you— 
you should be a subscriber for 


THE DAILY TRAFFIC WORLD 
and TRAFFIC BULLETIN 


Because the DAILY reduces to a minimum 
the valuable time between the taking of any 
action by the Commission, the Shipping 
Board Bureau, shippers or carriers, and the 
delivery of full information into your hands. 
That is why so many railroad, motor carrier, 
and industrial traffic men are regular DAILY 
subscribers. 


They know they can depend on the DAILY 
to bring them first news of the decisions and 
proposed reports in which they have a 
special interest. They know it will keep 
them in touch with the hearings in important 
cases—justas if they had their own represent- 
ative at the Commission, or Shipping Board 
Bureau, or at meetings elsewhere, to keep 
them posted. 











































































































They know too, that when they want a copy 
of a decision or report, or detailed informa- 
tion about any rate matter or proceeding, 
they can write or wire our Special Service 
Department—and get it quickly. 


The DAILY service is the busy traffic man’s 
right hand man. It is the ideal combination 
of a prompt, all-inclusive news service and 
a complete group of personal, intelligent 
traffic services. Ask any subscriber, and he 
will tell you that it takes the place of an 
expert traffic assistant at a fraction of the 
expense. 

































































The cost is reasonable because it is spread 
over a large number of organizations whose 
service requests are ‘grouped’ to minimize 
expense. 























Ask us to place your name on the DAILY 
mailing list for two weeks, without oblige- 

tion, and to send you complete information 
about the special services which are in- 
cluded with every subscription. 


THE DAILY TRAFFIC WORLD 
and TRAFFIC BULLETIN 


















Published by 
The Traffic Service Corporation 
418 South Market Street Chicago 


The Traffic World 


Vol. LVII, No. 26 





Personal Notes 








The Great Northern has announced the following appoint- 
ments: F. J. Gavin, assistant to the president, at St. Paul, 
Minn.; Chris McDonough, general manager, eastern lines, Du- 
luth, Minn.; J. L. Close, superintendent, Cascade Division, 
Spokane, Wash.; J. E. Brawley, superintendent, Willmar Divi- 
sion, Willmar, Minn. 

C. R. Ross has been appointed supervisor of operating 
expenses for the Pennsylvania Railroad at Philadelphia. 

Roy V. Crowder, formerly passenger traffic manager for 
the Grace Line, has been elected vice-president of Kelly, 
Nason and Roosevelt, advertising agency, at San Francisco. 

G. E. Loury has been appointed general freight agent for 
the Chesapeake and Ohio at Huntington, W. Va. 

J. D. Lawson, formerly with the American Trucking Asso- 
ciations, Inc., at Washington, D. C., has been appointed assist- 
ant to the vice-president, Horton Motor Lines, Inc., at Char- 
lotte, N. C. 

Frank H. Moore has been appointed general counsel for the 
Kansas City Southern, at Kansas City, Mo., to succeed Samuel 
W. Moore, who retired after 36 years of service with the rail- 
road. A. F. Smith has been appointed assistant general counsel. 

Frank H. Luther has been appointed traffic manager for 
the Calvert-Maryland Distilling Company, St. Dennis, Md. He 
was formerly traffic manager for the Washington Building 
Lime Company and the Standard Lime and Stone Company, at 
Baltimore, Md. 

Allison B. Stout was elected president of the Missouri 
Southern Railroad at a meeting of the board of directors held 
at Leeper, Mo., June 12. C. A. Patterson was elected secretary. 

Fred Meyer has been appointed coal traffic agent for the 
Chicago, Burlington and Quincy at Herrin, Ill. L. B. Lyman 
has been appointed executive assistant, at Denver, Colo. 

Park M. Smith, assistant director of the Bureau of Motor 
Carriers, has resigned from the Commission staff to accept 
employment with the Keeshin motor interests. Before he be- 
came a member of the Commission staff he was employed by 


the Minnesota commission and the Grayhound Management 
Corporation. 


_ O. G. Hagemann has been appointed general agent for the 
Chicago, Burlington and Quincy at Seattle, Wash. W. P. 


— has been appointed general agent at Indianapolis, 
nd. 





Docket of the Commission 





NOTE—items in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic Worid. New assign- 
ments now on the Commission's docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change In 
this docket will be noted elsewhere. 


June 29—Chicago, Ill.—Hotel Sherman—Davey: 
BMC F-i—Pennsylvania Transfer Co. of Pittsburgh—Purchase of 
Chicago-Cincinnati Motor Freight Lines. 


June 29—Chicago, Ill.—Hotel Sherman—Examiner Hagerty: 
27383—-Kalamazoo Vegetable Parchment Co. vs. C. K. & S. et al. 
27384—-Hartford City Paper Co. vs. M. St. P. & S. S. M. et al. 

June 29—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner Alpin: 
BMC 22112—Application of Motor Convoy, Inc., Atlanta, Ga., to 

operate as contract carrier. 

June 29—Fort Dodge, Ia.—Federal Bldg.—Asst. Dir. Boles: 

Finance 10847—Associated Railways on general plan presenteed by 
application. 

June 29—Washington, D. C.—Examiners Boyden and Wilkinson: 

* Finance 10028—C. R. I. & P. reorganization. 


June 29 and 30—Washington, D. C.—Argument: 
26510—Western-southern class rates. 
26346—Board of R. R. Commrs. of S. D. vs. Alabama Central et al. 
26367—-Nebraska State Ry. Comm. vs. Same. 
26375—Topeka Chamber of Commerce vs. A. & R. et al. 
26416—Board of R. R. Commrs. of N. D. et al. vs. Alabama Central 

et al. 

June 30—Chicago, Ill.—Hotel Sherman—Davey: 

BMC-F 44—Dohrn Transfer Co.—Purchase of Carr Motor Service. 

June 30—Chicago, Ill.—Sherman Hotel—Commr. Splawn and Examiner 
Boat: 

1. & S. 4210—Motor-rail-motor traffic in east and mid-west. 
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Fourth Section Appliction 16333—Class and commodity rates, truck- 
load, etc. 
June 30—Washington, D. C.—Examiner Glover: 
Fourth Section Application 16028—Citrus fruits from Florida to north 
Atlantic ports. 
* Fourth Section Application 16173—Citrus fruit from Fla.—Filed by 
Tilford. 


July 1—Charlotte, N. C.—U. S. Court Rooms—Joint Board 2: 
BMC 61599—Application of Queen City Coach Co., Inc., Charlotte, 
N. C., to operate as common carrier. 


July 1—Fort Dodge, Ia.—Federal Bldg.—Asst. Dir. Boles: 
Finance 10947—Associated Railways on abandonment of line from 
Clare, Ia. 


July 1—Portland, Ore.—Portland Hotel—Joint Board 45: 
BMC 50203—Application of Evergreen Stage Lines, Portland, Ore., 
to operate as common carrier. 


July 1—Washington, D. C.—Examiner Shanafelt: 
1. & S. 4200—Absorption of terminal charges at Norfolk, Va. 


July 1—Washington, D. C.—Examiner McCoy: 
BMC 30891—Application of Union Terminal & Motor Lines, Inc., Balti- 
more, Md., to operate as common carrier. 


July 1—Davenport, Ia.—U. S. Court Room—Davey: 
BMC-F 24—Keeshin Motor Express Co., Inc. (Ill.)—Purchase Cor- 
derman Cartage Co. and Motorway Freight Co. 
BMC-F 26—Keeshin Motor Express Co., Inc. (Ill.)—Purchase of Sea- 
ton Freight Line. 


July 1—Davenport, Ia.—U. S. Court Rooms—Joint Board 46: 
5B. M. C. F-37—National Transfer & Storage Co.—Purchase of prop- 
erty of Gates Transfer Line and La Tour Freight Motor Carrier. 
July 1 and 2—Washington, D. C.—Argument: 
26860—Albany Port District Commission vs. A. & W. et al. 
July 2—Fort Dodge, Ia.—Federal Bldg.—Asst. Dir. Boles: 
Finance 10947—Associated Railways on abandonment of lines from 
Albert Lea, Minn. 
July 2—Portland, Ore.—Portland Hotel—Joint Board 45: 
BMC 50036—Application of R. A. Shope, Portland, Ore., to operate 
as contract carrier. 
July 2—Washington, D. C.—Examiner Molster: 
Finance 11238—Application of Erie for acquisition of West Clarion 
Railroad Co. 
July 3—New York, N. Y.—Pennsylvania Hotel—Examiner Steer: 
Railway Labor Act No. 5—New York, Westchester & Boston Rail- 
way Co. 
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July 6—Washington, D. C.—Director Bartel and Examiner King: 
24049—A. Johnston, Grand Chief Engineer of the Brotherhood of 
Locomotive Engineers, etc., vs. A. T. & S. F. et al. 
July 6—Dover, Del.—Federal Bldg.—Joint Board 40: 
BMC 50190—Application of Joseph A. O’Neal, Laurel, Del., to operate 
as contract carrier. 
July 6—Dover, Del—Federal Bldg.—Examiner Johnston: 
BMC 50110—Application of Edward T. Merritt, Seaford, Del., to 
operate as common carriers. 
July 6—St. Louis, Mo.—Hotel Coronado—Director Sweet: 
Finance 10972—Application of C. R. I. & P. to abandon line from 
Lackland Jct. to Wabash Jct., Mo. 
July 6—Casper, Wyo.—Federal Bldg.—Joint Board 44: 
BMC 50021—Application of Emma J. Huntley, Crawford, Neb., to 
operate as common carrier. 
July 6—Youngstown, O.—Federal Bldg.—Examiner Disque: 
27398—Industrial Silica Corporation vs. Erie et al. 


July 6—New York, N. Y.—Hotel Pennsylvania—Examiner Griffin: 
27369—Best Foods, Inc., vs. B. & O. et al. 


July 7—Washington, D. C.—Examiner Koebel: 
Fourth Section Application Nos. 14708, 15247 and 15253—Class rates 
from, to, and between points in official territory. 


July 7—Louisville, Ky.—Brown Hotel—Examiner Bardwell: 
27325—Intrastate class and commodity rates in Kentucky. 


July 7—Dover, Del.—Federal Bldg.—Examiner Johnston: 
BMC 50106—Application of Raymond E. Bryan, Seaford, Del., to 
operate as common carrier. 
BMC 50136—Application of Floyd A. Tull, Seaford, Del., to operate 
as common carrier. 
BMC 5010&—Application of James W. Truitt, Seaford, Del., to op- 
erate as common carrier. 


July 7—Newton, Ia.—Federal Bldg.—Asst. Dir. Boles: 
Finance 10947—Associated Railways on abandonment of line from 
Newton, Ia. 
July 7—Kansas City, Mo.—Chamber of Commerce—Director Sweet: 
Finance 11129—Application of Missouri & Kansas for abandonment 
of its entire line. 
July 7—Washington, D. C.—Examiners Hosmer and Furniss: 
24069—Atlantic Coast Line et al. vs. Arcade & Attica et al. 
July 7—Washington, D. C.—Examiner Curtis: 
27405—Columbian Paper Co. vs. N. & W. et al. 
July 7—Cleveland, O.—Statler Hotel—Examiner Disque: 
27424—The Forest City—Weingart Produce Co. et al. vs. A. C. L. 
et al. 








REAT RORTHERN RAILWA 


for FREIGHT for TRAVEL 


Between ST. PAUL, MINNEAPOLIS, 
DULUTH, WINNIPEG, BUTTE, 
GREAT FALLS, HELENA, BILLINGS, 
PORTLAND, SEATTLE, TACOMA, 


SPOKANE, KLAMATH FALLS, SACRA- 
MENTO, OAKLAND, SAN FRANCISCO, 
VANCOUVER and VICTORIA, B. C., 


and Intermediate Points. 


Via the AIR-CONDITIONED EMPIRE 
BUILDER between CHICAGO, TWIN 
CITIES, GLACIER NATIONAL PARK, 


SPOKANE, SEATTLE, TACOMA, PORT- 
' LAND .. . CALIFORNIA, ALASKA. 
Ask about the New Prepaid ‘‘Stop-Off’’ 
Tours thru Glacier Park... 1, 2, 3 Day 
Tours . . . $16.00. . . $28.25... . $42.50. 


For complete information see any Great Northern Railway freight traffic representative about 


FREE Pick Up and Delivery Service 


J. F. Pewters 
Western Traffic Mer 
Seattle, Wash. 


H. G. Dow 
Eastern Traffic Mgr. 
233 Broadway 
New York, N. Y. 


on Less Than Car- 
load Shipments 


Route of the 


AIR-CONDITIONED 





Freight Traffic Mgr. 


Asst. Gen. Freight Agent General Freight Agent 
105 W. Adams 


EMPIRE BUILDER 


C. F. O’Hara 
Asst. Gen. Freight A. J. Dickinson 
and Passenger Agent Passenger Traffic Mgr. 
9 i mecoagy ey St. Paul, Minn. 


B. S. Merritt 


P. H. Burnham 


St. Paul, Minn. 


T. J. Shea 
Cc. W. Meldrum 
Asst. Gen. Pasgonaer Agt. 


t., R.620 759 Monadnock B de. oan. Eas 
° attle, Was 


Chicago, Ill. San Francisco, Cali 
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Located in New York's amazing 
new distribution G. H. Q. 
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THE PORT AUTHORITY 


COMMERCE BUILDING 


15th to 16th Sts.—S8th to 9th Aves. 
MANHATTAN 


This station, maintained and operated by the 
trunk line railroads serving the Port of New 
York, has already effected sensational savings 
in trucking time and money, not only for the 
tenants who occupy the re ble space in 
the building itself but for all other shippers and 
consignees who have been tee pam enough 
to form the economical habit of using Union 
Inland Station No. 1 for both inbound and 
outbound L.C.L. freight shipments. 


Write for detailed information to 


THE PORT OF NEW YORK AUTHORITY 


Traffic Manager 
111 Elghth Ave., 


DANA WA 
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Getting them through is Railway Express’ 


own specialty. On urgent shipments, whether 
they weigh ounces or tons, we can in many 
instances give overnight service. Railway 
Express picks up all shipments by fast motor 
truck, forwards them on swift passenger trains, 
delivers promptly on arrival. With 23,000 
offices at your disposal across the continent 
we reach anybody practically anywhere, at 
any time. All transactions are checked from be- 
ginning to end by a receipt at pick-up and an- 
other on delivery, and automatically include 
liability up to $50. It’s a through, personal 
service, no delays, no side-tracking, and no 
extra charge for this extra-careful handling. 

For service or information telephone the 


nearest Railway Express office. 


RAILWAY EXPRESS 


AGENCY INC, 


NATION-WIDE RAIL-AIR SERVICE 
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July 7—New York, N. Y.—Hotel Pennsylvania—Examiner Griffin: 
27412—-Fitzgerald Manufacturing Co. vs. N. Y. N. H. & H. et al. 


July 7—Denver, Colo.—Public Utilities Comm.—Joint Board 43: 
BMC 50073—Application of A. M. Bobbitt, Denver, Colo., to operate 
as contract carrier. 


July 7—St. Louis, Mo.—Coronado Hotel—Davey: 
BMC-F 52—Brashear Freight Lines, Inc.—Acquisition of Kern, Inc. 


July 8—Cincinnati, O.—Netherland Plaza Hotel—Examiner Howell: 
’26712—Rail and barge rates and consolidated proceedings. 


July 8—Washington, D. C.—Argument: 
1. & S. 4134—Wheat products, Twin Cities to Chicago. 


July 8—Denver, Colo.—Public Utilities Comm.—W. A. Hill: 
BMC 50037—Application of R. A. Shoviain, Broadwater, Neb., to op- 
erate as common carrier. 


July 8—Dover, Del.—Federal Bldg.—Examiner Johnston: 
BMC 50107—Application of Frank W. Baker, Delmar, 
erate as common carrier. 
BMC 50109—Application of John Thomas Merritt, Seaford, Del., to 
eperate as common carrier. 
BMC 50521—Application of Lindon E. Marvile, Seeaford, Del., to 
operate as common carrier. 


July 8—Grinnell, Ia.—Federal Bldg.—Asst. Dir. Boles: 
Finance 10947—Associated Railways on abandonment of 
Newburg, Ia. 


July 8—New York, N. Y—Hotel Pennsylvania—Examiner Griffin: 
27396—Royce Chemical Co. vs. Erie et al. 


July 8—Chicago, Ill.—Sherman Hotel—Examiner Disque: 
Fourth Section Applications 16305 and 16306—Petroleum asphalt, 
road oil and wax tailings to W. T. L. territory. 


July 8—Cincinnati, O.—Netherland Plaza Hotel—Commr. 

Examiner Howell: 

26712—Rail and barge joint rates. 

13290—-Secretary of War, operating Mississippi-Warrior Service, vs. 
A. & R. et al. 

18406—Inland Waterway Corporation, operating Mississippi-Warrior 
Service, vs. B. S. L. & W. et al. 

19017—Inland Waterway Corporation vs. C. G. W. et al. 

19480—Inland Waterways Corporation, operating Mississippi-Warrior 

Service et al., vs. A. G. S. et al. 

26679—-B & O. et al. vs. American Barge Line. 

26680—A. C. & Y. et al. vs. Inland Waterways Corporation. 

26681—Alton et al. vs. Mississippi Valley Barge Line. 

1. & S. 4032—Cotton from Arkansas via Rail-Barge-Rail. 

1. & S. 4060—Green coffee from New Orleans, La., to Tex. 

|. & S. 4082—Barge line traffic from and to the southwest. 
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July 8—Harrisburg, Pa.—North Office Bldg.—Public Service Comm.: 
* Finance 11170—Application of Reading Co. for abandonment of part 
of its Tamaqua, Hazleton and Northern branch in Schuylkill, 
Luzerne and Carbon counties, Pa. 
July 9—Washington, D. C.—Argument: 
1. & S. 4013 and 1st sup. order—Vegetable oils to, from and within 
southwest. 
1. & S. 4039—Vegetable oils between points in the U. S. 
1. & S. 4040—Transit on vegetable oils in the south. 
|. & S. 4095 and ist and 2nd sup. orders—Vegetable oils to, from and 
within southwest. 
14150—Corp. Comm. of Okla. vs. A. & S. et al. 


July 9—Kansas City, Mo.—Chamber of Commerce—Joint Board 36: 
BMC 50039—Application of Drexel Clair Tucker, Baldwin, Kan., to 
operate as contract carrier. 
BMC 50096—Application of Paul Beatty, Blue Rapids, Kan., to op- 
erate as contract carrier. 
July 9—Louisville, Ky.—Brown Hotel—Davey: 
BMC-F 38—Silver Fleet Motor Express, Inc.—Purchase of Malone 
Freight Lines. 


July 9—New York City, N. Y.—Pennsylvania Hotel—Examiner Griffin: 
27414—Chalfin Rubber Trading Co., Inc., vs. Pennsylvania. 
July 9—Chicago, Ill.—Sherman Hotel—Examiner Disque: 
Fourth Section Application 15972—Dairy products from western ter- 
ritory. 
July 9—Asheville, N. C.—Battery Park Hotel—Examiner Worthington: 
* 27262—American Agricultural Chemical Co. et al. vs. A. & R. et al. 


July 10—Albert Lea, Minn.—Federal Bldg.—Asst. Dir. Boles: 
Finance 10947—Associated Railways on abandonment of line from 
Albert Lea, Minn. 


July 10—Guthrie, Okla.—U. S. Court Rooms—Director Sweet: 
Finance 11063—Application of C. R. I. & P. for abandonment of line 
between Kingfisher and Cashion, Okla. 
July 10—New York, N. Y.—Hotel Pennsylvania—Joint Board 41: 
BMC 1480—Application of West Ridge Transportation Co., Girard, 
Pa., to operate as common carrier. 
July 10—Kansas City, Mo.—Chamber of Commerce—W. A. Hill: 
BMC 50149—Application of C. M. Patman, Hoxie, Kan., to operate 
as contract carrier. 
July 10—Chicago, Ill.—Hotel Sherman—Examiner Disque: 
27426—General Box Co. vs. L. & N. et al. 
July 10—Newark, N. J.—U. S. Court Rooms—Examiner Griffin: 
1. & S. 4205—Storage-in-transit at Port Newark, N. J. 
July 10—Louisville, Ky.—Hotel Brown—Examiner Fuller: 
27409—Louisville Cement Co. vs. C. & O. et al. 


IN THIS ERA OF SPEED=— 


Shippers who route via Galveston—whether import, 


export or coastwise—will find this port adequately 


equipped and thoroughly prepared to handle freight 
traffic expeditiously and with efficiency .. . 


GALVESTON WHARF COMPARY 


Established 1854 


Geo. Sealy, President 


F. W. Parker, V. P. & G. M. 


Kansas City Office—434 Board of Trade Bldg. 
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On the Fourth of July all America, from ragged little darkies to captains of industry, celebrates Independence 
Daye Firecrackers boom; bands blare forth in martial strains; national colors flutter in the breeze; orators 
ascend platforms and thoroughfares echo to the tread of marching feet e And why shouldn't America celebrate? 
She is independent socially, religiously, politically, economically, and equally as important — independent 
industrially@ The phenomenal growth and steady prosperity of the territory served by the Norfolk and Western 
Railway is proof that adequate, efficient, economical transportation has been an important factor in furthering 
industrial independence @ Industry in this territory has been served for years by Precision Transportation ® 
Highways of steel reach out to every town and city of importance on this continent and, in coopération with 


steamship lines, to all the principal markets of the world@ Industrial independence is the result — adequate 
grounds Fee celebration ®@ | , 


NORFOLK AND WESTERN RAILWAY @ PRECISION. TRANSPORTATION 


; F ar yee 4 ; ‘ ik be code : ee 
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‘Order/nHorde, 


STATIONERY ¢ OFFICE SUPPLIES 
and OFFICE FURNITURE 

























Headquarters for 


| TRAFFIC 
FORMS 


for 


DOMESTIC and 
FOREIGN USE 


CONTINUOUSLY REVISED 
FOR ACCURACY 


TRAFFIC MANAGERS! 


FREE SAMPLE FOLDER 
of Horder’'s Traffic Forms 
will be sent upon request. 


MOTOR CARRIERS! 


= Horder’s Forms are 
Applicable to ALL TYPES 
of Carriers. 


HORDER’S, Inc. 


11 STORES IN THE LOOP « CHICAGO 
MAIN OFFICE: 231 S. JEFFERSON STREET 
ALL TELEPHONES: FRAnklin 6760 
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July 10—Louisville, Ky.—Brown Hotel—Davey: 
BMC-F 39—Silver Fleet Motor Express, Inc.—Purchase of Transcon- 
tinental Carriers, Inc. 


July 10—Washington, D. C.—Examiner Way: 
* Fourth Section Application 16361—Coal from points in Jellico and 
LaFollette groups in Tenn.—Filed by C. N. O. & T. P. 


July 11—New York, N. Y.—Hotel Pennsylvania—Joint Board 42: 
BMC 3487—Application of Congoleum-Nairn, Inc., Kearny, N. J., 
to operate as contract carrier. 
BMC 50033—Application of S. D. G. Dress Delivery, Brooklyn, N. 
Y., to operate as contract carrier. 


July 11—Newark, N. J.—U. S. Court Rooms—Examiner Griffin: 
27378—A. Gross & Co. vs. B. & O. et al. 


July 13—Spencer, Ia.—Federal Bldg.—Asst. Dir. Boles: 
Finance 10947—Associated Railways on abandonment of lines from 
Spencer, Ia., etc. 


July 13—Denver, Colo.—Public Utilities Comm.—Director Sweet: 
Finance 11114—Application of Colorado & Southern for abandonment 
of so-called Clear Creek line and Black Hawk branch, Colo. 


July 13—New York, N. Y.—Hotel Pennsylvania—Joint Board 3: 
BMC 66582—Application of Jersey City & Lyndhurst Bus Co., Ruth- 
erford, N. J., to operate as common carrier. 


July 13—Memphis, Tenn.—Peabody Hotel—Examiner Fuller: 
Fourth Section Application 16260—Grain and grain products to points 
in Ky. and Tenn. 


July 13—Washington, D. C.—Examiner Walter: 
* Air Mail Docket 15—North American Aviation, Inc., vs. American 
Airlines, Inc. 


July 13—Washington, D. C.—Examiner Leasure: 
Air Mail Docket 16—Delta Air Corporation. 


July 14—St. James, Minn.—New Lincoln Hotel—Asst. Dir. Boles: 
Finance 10947—Associated Railways on abandonment of lines from 
St. James, Minn., etc. 


July 14—Memphis, Tenn.—Peabody Hotel—Examiner Fuller: 

* Fourth Section Applications 16064 and 16360—Petroleum and petro- 
leum products, from New Orleans, La., etc.—Filed by Pope and 
Tilford. 


July 14—Washington, D. C.—Examiners Harris and Valentine: 

* Fourth Section Applications 16364 and 16365—Bulk rock salt, from 
Retsof and Ludlowville, N. Y., to Hopewell, Va., and North At- 
lantic ports, etc.—Filed by Curlett. 


July 15—Washington, D. C.—Argument: 
26644—Southwest Virginia Lime Producers Assn. vs. A. & R. et al. 
26648—National Utilization Corp. vs. Erie et al. 
27111—Hercules Clothing Co. vs. Southern et al. 


July 15—Washington, D. C.—Examiner Cheseldine: 

* Fourth Section Application 16358—Marble and granite, from pts. in 
Vt. to pts. in T. L. and New Eng. territories.—Filed by Curlett 
and Van Ummersen. 


July 16—Washington, D. C.—Argument: 
27056—Brown-Strauss Corporation et al. vs. Alton et al. 
Fourth Section Application 15394 and 15560—Export and import rates 
from and to Gulf ports. 


July 16—Washington, D. C.—Examiner Molster: 
* Finance 11246—Application of Southern Pacific to lease the Union 
Belt Ry. of Oakland. 


July 16—Aberdeen, S. D.—Alonzo Ward Hotel—Asst. Dir. Boles: 
Finance 10947—Associated Railways on abandonment of line from 
Aberdeen, S. D., etc. 


July 16—Warren, Pa.—Court House—Public Service Comm. of Pa.: 
Finance 11190—Application of Hickory Valley R. R. for abandonment 
of part of line extending from Endeavor to McDonalds, Forest 
county, Pa. 


July 16—Birmingham, Ala.—Thomas Jefferson Hotel—Examiner Fuller: 
Fourth Section Application 16150—Stoves and ranges from the south 
to the border. 


July 17—Aberdeen, S. D.—Alonzo Ward Hotel—Asst. Dir. Boles: 
Finance 10947—Associated Railways on abandonment of line from 
Northville, S. D. 


July 17—Washington, D. C.—Argument: 
1. & S. 4169—Mileage allowances on refrigerator cars. 
27139—Nichols Wire, Sheet & Hardware Co. vs. C. R. I. & P. et al. 


July 17—Washington, D. C.—Argument: 
Railway Labor Act No. 15—Oklahoma Railway Co. 


July 17—Butte, Mont.—U. S. Court Rooms—Examiner Disque: 
27382—Christie Transfer & Storage Co., Inc., vs. Union Pacific et al. 


July 17—Montgomery, Ala.—Public Service Comm.—Examiner Fuller: 
* Fourth Section Application 16275—Gasoline, Montgomery, Ala., to 
Opelika, Ala.—Filed by Ct. of Ga. 


July 17—Washington, D. C.—Examiner Shinn: 

Fourth Section Applications 15692 and 16144—Sulphur to Green Bay 
and Marinette, Wis., and Menominee, Mich.—Filed by Kipp and 
Leland. 

July 18—Aberdeen, S. D.—Alonzo Ward Hotel—Asst. Dir. Boles: 

Finance 10947—Associated Railways on abandonment of line from 
Norbeck, S. D., etc. 

July 18—Washington, D. C.—Argument: 

26780—I. Rothschild Produce Co. et al. vs. Alton & Southern et al. 

July 20—Selby, S. D.—Selby Hotel—Asst. Dir. Boles: 

Finance 10947—Associated Railways on abandonment of line from 
Alaska, S. D., etc. 
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BOSTON, 
NEW ORLEANS, 
Los ANGELES HARBOR, 
SAN FRANCISCO, ano ST. JOHN, N. B. 
AND 
CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 
also 
WEST COAST PORTS of CENTRAL and SOUTH AMERICA 
and MEXICO (trenshipment at CRISTOBAL) 


‘FREIGHT TRAFFIC DEPARTMENT 


New York........ Plier 3, North River New Orleans..... 321 St. Charles St. 
Chieago...... 111 W. Washington St. St. John, N. B....H. E. Co. 
San Franeisco....1001 Fourth Street London Eoq. .Gertebens 8.8. fgeney. 
Mac < sacs accused Long Whart Ltd., Adelaide House, King Willlam St. 





Also regular weekly passenger service (and “Guest Cruises’’) 
te the Westiindies and Caribbean. 


Greater New York 


connections served by 
LACK AWANNA 





BUSH DOCKS 
NEW YORK DOCK CO. 


BROOKLYN EASTERN DISTRICT 
TERMINAL 


HOBOKEN SHORE R. R. 


INLAND STATION 
PORT AUTHORITY 


SOUTH BROOKLYN R. R. 
JAY ST. TERMINAL 
LONG ISLAND RAILROAD 
BROOKLYN NAVY YARD 


Lackawanna 
Railroad 











































FAST RELIABLE 
FREIGHT SERVICE 


FREE PICK-UP 
AND DELIVERY 


LCL. SHIPMENTS 


For full 
details about 
our freight 
service, free 
pickup and 
delivery, or 
any other 
information 
regarding 
shipping, ask 
any C.&N.W. 
Represent- 
ative. 


SPLENDID 
FLEET OF 
Air-Conditioned 
TRAINS Jed by 


The famous. 


CL) 
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CHICAGO 


and 
NORTH 
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RAILWAY 


PAGE 1272 


Tien 


Rui: 
= 
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O.1: FOR VAST SOUTHWEST... 


Wax: HOUSTON YouR PoRT! 
J. Russell Wait 


Director of the Port 


TRAFFIC MANAGERS | 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
Commerce 


Rall and Truck Costs 
and Statistical Analyses 
1010 Earle Bids. 
WASHINGTON, D. C. 
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July 20—Jacksonville, Fla.—Hotel Mayflower—Examiner Fuller: 
1. & S. 4209—Fish from the south to eastern cities. 
1. & S. 4203—Shrimp from the south to eastern cities. 
July 20—Portland, Ore.-—-Hotel Portland—Examiner Disque: 
27217—-Balfour, Guthrie & Co., Ltd., et al. vs. C. M. St. P. & P. et al. 
July 20—Washington, D. C.—Argument: 
Finance 10954—Southern Railway proposed abandonment. 


SOUTHERN PACIFIC BUYS FREIGHT CARS 

The Southern Pacific has placed orders for freight cars 
and baggage cars at a total cost of $8,000,000, according to 
an announcement by G. M. Betterton, purchasing agent. The 
order is the largest for freight equipment placed by the rail- 
road since 1929, Mr. Betterton said. It includes 100 gondola 
and 150 stock cars to be built in the Southern Pacific’s shops 
at Sacramento, Cal. Other items in the orders include 1,750 
steel sheathed 50-ton box cars; 500 steel sheathed 50-foot auto- 
mobile cars; 250 steel sheathed 40-foot automobile cars, and 
20 all steel 80-foot baggage cars. The orders are in addition 
to those for 2,700 refrigerator cars to cost $10,000,000 recently 
placed by the railroad. 


Southern Steamship Company 


(Pioneer Steamship Line to Houston ) 
OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Pa.; Norfolk, Va., 


and Houston, Texas 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


% 


MOOREMACK GULF LINES 


SEMI-WEEKLY SAILINGS 
PHILADELPHIA TO NEW ORLEANS 


WEEKLY SAILINGS 


BOSTON BALTIMORE, TAMPA to NEW ORLEANS 
PHILADELPHIA end B ALTIMORE to MOBILE 
A, PHILADELPHIA, 


and BOSTON 
te NEW BOSTON end PHILADELPHIA 
te PHILADELPrHA and BOSTON 

ORLEANS, HOUSTON end CORPUS CHRISTI 


MOORE and McCORMACK, Inc., = 
NEW ORLEA NS, Whitney Benk Bids. 
amen’ ne E. St. 


HOUSTON, Llane 
OBILE, Merchants Bank Bids. 


| ATTORNEYS AT LAW 


ATTORNEY AT LAW 
Suecesser te Keene & Ames 
Fermerly Atterney and Examiner 
Interstate Cemmerce Commission 


Transpertation Bidg., Washington, D. C. 


H. D. DRISCOLL 
COMMERCE Cemmerce Counsel and Attorney 

COMMISSION Southern Building 

: WASHINGTON, D. C. 


Oklahema City Office, Terminal Bidg. 
Tulsa, Okla., 1563 EB. 27th St. 


Practicing 
before the 
INTERSTATE 
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